MMiessayi 


3 ae ” 
Cae vei aa 


CO Osa a teen’: 
LAist 4 sone a et Mae 4 
“4 +H A wy 


o “i 
r a6 
cecuewnaee Lae 
aging 4 Pa hy 1 
CCRC iy wn 
, 4 
Wahedee “= 


ay 
Whew oa 
Fear ny Manan 


D 
Sana alae 
“ < 194 ary) 
Hina 0H tc 
a oo 
A Sena nig oe 
“ PS tek 
ire TR Kh te He Ndegege 
shat anew WA WiwoArHricn aincye 
Saat Osa SROURUM So ian 
ables WMH Rema 
Ua eed 
‘4 


Son tarae 
teat @o8 Even 
n ce 


“4 
Sire te yaew ey 
Pha ance 
rn 

Pret 
wea in yi 4 
Naor es 
My bala 2 . 


tue 


Sa eat 
(ieqag 
atten Sal wed 


an 
Pali iil Se heey b AN 
* 


‘i 
oa 
Me Cepia 


in a oa ea 
+4 aw 


Pe 
ey sii! 
EF 4tavanoc icy 

‘ guy 
SW h abu 


~ eae 
Shh oN ag Sy 
rare be Ea I 

. iwanach aaa! “4 

sh aimee a raea) ‘ 

va 2 det dog) 


wn 
Wow qe 
4s A Wedd a ieee 
TS Geared dy 
44 ‘ 


dont ye 
ata Wyn ety 


yh 


sw Ca 
LMS P Rath LICR A hs tater eam Fl Diet? 
Ser OCMC ON Rta eh 
* rat she AW ah yone 
Sititatn ai “ oy 


eave) 
Wns Ney 
Hinata Hon on 
WH 


Mh is i i tala “A 
th 

' PhCH 

sit vA 
an 


“y hy =H 
A aed nw UNC anu 
PM et he Ht oe he) “ * 
Wega an 
MaWidNr aw g. t 
OR Pat 
PHI red Wed 
WH mSNTHAM Wp 
pa ea 
S991 


Rares 


ww 
ww a Lelie 


Coreen ‘ale 


er tot 
Amite 


ot 
Wh Won a 9 Nya NO) 
Mh) 


ay 
aig 


atta Was Wii 
Vays Aa) 
ea 


Por 
ay ns Bi wy Bry 4 ies 


i 
kt 
Wad 


f 
rhe MW, Mas 


fyi 
Paytas asin Sy : 
Hi RH gy ney a) 
Tata y 


is, Aust ay 

oy Widen yg “ * 
ASAD ACR ne MCT A W + Hey, D 
doa afd My ant enh 

L Pairs ht ow fon 4 ra DAU, Wd y 

wiaiso te ssantate t sil tac ati 

tah sia s dw a vata 


4 Sasa) 


Ww fy 4 uy MBA) 
ie 


\ 
vat 
tig 


my ary 
" 


VAN Te ea 
aie Wo yaH fa oy 


“ 4 
nite RC 
Way bob aed abt 
Wi iaisfoah B09 
el 


i iyi" Ho 


4 
Nye 


A ‘ 
i Bite aie | ) 4 mT i iy 1! 
Mido via ’ Aan 


] 
Sai noany 
Liar) 
Fang latataneat #9 414 nly’ Hessen g 
a thteangce! PHAN 
aN Wy by 


yaa Doe a8 meena, 
OW hn yg 


tate Ming sa 
SY Wh 


Srey ee 94 vn - Satie 

ny . ng + 

* Pyle itr % Ai: iter ) 

Hy aon’ iy a Mi tha 

uJ ¥ We phi x4, 

ata ht RK hae delad Fades 
yan Hi sy fs we 
OH ge eG 

radia 


aA 
aa 

MMM we hoRt 
mnhanyh bit ala sam 


dowee een xia " iyo i 


rare racy ntarath ieee 
‘iy he 


tk 
ei i 

ane oe Wreoy, wy 
“ ngnininge is 


LS potitt Hi i443 


ue 
m 
i qc ) 
riers on ‘ 


Sol 
ay 
Mn) 
uw 
sett sins s 
Ww daly 


Pitalatase ineeractathea A hy 
i bala 8 , ely 

isa ates raveios sara Me St 
Neha 434 


V4 
aN alata ind 


ih 
cmon ines itl sy AL 


“ 
M 
A leh Wo nea ie 
“4 Sata 


hth Wns 
2 '6Ahew DM tend 
seeaata} aM 
ECW We 
mM NCA Hosity 
ethan Msw rasta mos: 
Niu ieee 
‘i Waid ea oy aise Da Puen) 
Wen) tnd ibe ‘rm 
ANA ‘sina Ay 


vinnie 


ee hii 
ap ac Hy 


Ke 
aw) he ine Hk 
Nea 


aby 
j aa ACY 
«? 


AW 
BW ae ani ny yeh 
Say enh 
Wey aMincne tad 
es i 
Put oy 


Ne Na 
HH Gy a 
Hi Mn 
iin Ah 
i i ny sae 
oY 
bLuE n ia 
bd) YAW 
hg 


wh "eee 
eS 
ii 45 


th i 
Aa 
mat FN 4 5 ‘a Cet 
9, a" io HOR J ay on i 
wre BUR Mn 
recur Pavia t ‘ u 
i sb sie) Pcvinirort iti) Whi 
nk waehene 
ee ite Nea Ba mw Ey! 1 
ui) oh) ee i 4) Ray day th) 4 fa ange Wh ‘i i 
sei WAS Ae ao 
st La a wa ye rel a6 1 
Ader) my ¥ my ip nu 


384: ’ 
Wate yl 
ae = se i 


‘iy ‘ ‘ 
eo A We 
4 pe 

Seah 


Wy 0 4 ‘4 
hi i i salah tate nara 
M ret irate vgs be 
3) bab RU) hare uiah iF 
er oa) od fief Wwe 


Vth 5"eay racy as 
CEICM ETP rere AN vt ry rary Cava asitaae 
et i et 40 th ae 4\ Eat) " at WET aehi gait 
Dae) Uy Toth kad ¢ 
RE at eR mei aw yan 
late Mth do rata ty ihc bare th) Miata As Matty 
q rr. Anais) a Hi ri ty mia Mn 
ee re 
Poulet an 
Ni “hee i) « wl i tn 1 3 
“hn crated 
Canaan 
Hany at ay: 
ban) yr ay 


4 4 
urs sation ate cheat 
A 
Vi daiea at ms 
Maw. CaNate i 
eh aye et 
ith) 


HN 
\ 3 
Hany ey 
ia An 
re sieteial ath “yd } 

(as 
anche 


ia 
ati 


eis aa 
eee 
A} 


Ce) 


4i4ecagh 
iawn Ny On) 


mt 
A i a “4 i! nae “ 
NN t nea levanagien 


mtn 4 


anhalt ea a) Mii 


s, 

sme “ ay Parone et Ty ty 
Aa i Hin a 

We ‘a Wn 4 ‘ ‘ 


w 
De AR tia 
DUMBO RD 
ytbe Meera ke im) 
heyyy 

DORN) 


Sporn ita! 


@ ; 4 i 
Wdlnaia alana Spoppoe hn 
VO Wad A eat y Yee 
Fone nd aN ty Ht oy rr 
ha toy uastetera 
wm A ion tae 
4 
q il Metta i “" jaa tou’ 
A AM HE Lt dagen) 
Pelagic Ni todd acl 
aM ag “aod n 
piel 


tM 4 a tay 
14 Wout 


“4 
iyipaytln a lh 
+ 


=H ” 
a8) AA ho 
breaker 


on eee 
er 


Ve deid a “44 
Vw viene yA 
44H '9 a Gy Vad pity 
ra eS MODE 
Pee 


© 


Mee 


4rraey a 


H 
a atten {a Mina 


a NT 
ni *alaligtet aunt 
eon age 
ny ratte a4 Mey 

hi 


may 


11a iessh 

Meader att 
vay iA sit 4 ii nerb any 
manta i 


i rey itty 
Ne { 
Talal det 


WH 

arataty 

‘aut vb 1B ul a ‘1! 1% i) 
ri 


oun an 


4 
ony 
Ay 


Oi) Meet ang) 


oi) 
eta talattati th 
DRC N) 
wiewgey 


4s 
i) ished ay amtanas 
r 4 


Talo 
Sena 9 


con 

Daan Noe he 
Wana Siang an 
Terr hte) 


on 


a Waseda 


(hat 


ein 
itera dy 
14 Ant WS Redo 


Ceqiot 
seg ea ty 
4 Mi ANA rit A Mont gl af ctita) 
PROMO NATE ht Kth act 

bia ay ty 44 
" abe sissies 
ry i 
tsesdag wiacacataty Hail 
04 Gmaeit - oon 


WaMU bet ott ag go 


An 
Bes cay Manette See ot hi) 
tt n 


He. 


‘ doe 
ea " ist 
«et 


a tay aay tag ak 
Gin Ses 


Cr cne nari y 
tare ale 


V8 x ie Sat 
i sreeale alain’ doled 


Maeda Vacs gtartt 
gat aaa 
ate 
“ 


ott 
Wa esd 
Cr rer 


nares 
ROC Ree DD Sh) 
Taf arate a eae 
“ 


W 
va (eal “ty ta! 
"4" 


aceatieeatel a 
" 
4 


* PRI ROT AS 
Soar 


4 
aia Wa aoa la 
tet a a a 


teen u 
tae 
Seen tana 


ae eae te ) 
-9 9b u 


jsenew 


t oy 
ard Wa alata 


RK a4 
a 


} sf 14 i 
H ode of rere lh ling 
Phe UMN i rea: shine 
Atay nu en " 


pier r 
" 


bis 


oa Naneta 
Patil Moi dh gud 
Kt itt iat suede 


Ni ated tt dy 
oN IM HM of 


aka 
moe Ae. 


Ht ait 
SAAD ONL a etc] 


i iat ta 


wu 
ue Byte 
SOAP nee 


ch 
‘ near " 
Na oka nat ‘ ne it) ‘i it sealant 


aM sides Asien 
ih) eta Deir 
hOB Ni ae th ) iit neat 
wy) Laisa dug Me a ned hed 
rye i Watt aitw Ch) Hes ivs yh Sanaa 
aK Cx pean| yaa rh ee ui 
SH Ui bog. Let 


ath Laat 

ve He edo ge th “wih 

ae ea Etat ‘eaters 
ty 

Mae Bae 8 4: 


A 
Hay Hain 
“ trate 


a a 
iM) 


safe " vault 
i eee wnat 
Winey 


Hadavalares pata 
Aad 


Me 
iy at in 


ioe 
Si) 
cei 


“ 
Heth Wig oow 


“ 41) To Gehmetelts (jad 
mituhuaieniadie Pie 


edt 
SAA titans * 
aad Atal 
stutatte tata ie 
ait rays 
italia 


stir 
even 4i)4 aN 
toe 


bien 
aa re ey 
brah i eit ua 
ets 
af 


Sneha tad 
4 th Wks, iy sai 
Morac ii Nem ata te 
AM HONE 
ay 
ana ah 


wiht ; 
CeCe bt sataaheatientgts ia 
vaaitgai yet gtasatata! 
naan vn. a cabbies 


hed * 
+ ‘a on Wann on 
oy 


ui 
Hibeors rete ear 
Wie Lath A. ATK 


Bubtit ata 
a) 


‘ Vet aw 
aWamtia lion Sey 'Wid card iemtwaneieg * 
“A Wes Sat rat tana 
Ma gcaterats Peer is) 
Oa 3434 iden) ‘ ‘ Widen 
water a PU Moen ie Weld 
itatta tai eans oe) Par MEDD, Beat irra br} 
Waleed ed 


¢ nirae 
CATS PC er art Pr per 


wit 
ag at 


at aoe 
ioe a lala 


Wetsuits 4 
ted ada 
ana te 
1 
ata mi oui a 
Ma do ih ayog, 


ey DON 


Cee 

“old ahaa 
" aaa tla 
Cet “ 


Pare) 
" WARY stds 


RRR) ren) 
DA ey We a 


nig a 4 
SE NRE) lw 
Natasa Meet at 
ada 

te 


Wyeara 
se ia a 
oa tat 
gta! 
sisi nial 
ayn 


NG Wma iy Aes 


L 
sate ata 


i 
Fane 
‘ n 


16 1 aan 


1 HO a 
" 


Ske a 
q 


tes 
waa vitae ‘aaatgt Lb Anaoa 


(eit 


Dan 4 a By) 
Cane 


Pace} 
Ot aah ieseomsm sui 


ta 
Tasivarkeata lah Heqo\y 
ra etataen a ioey ent ntat ules 
* 0 ere ey « 
trad 0 
feed 


> 
va 


‘ n 1 
eo Aa ee 
1 


vat Woda 4 
CM den tata 
” “ 
Wo emodyn 
4 


ntedia sina 
META RN eon 
Beats Raigad tg" Pe Hy 

, 


Sierra ont ? 

Seyi ytetetuaseiasuca eit at tat a tata acl 
4 ROCKET Hae us 
\ Mow 


a 
Dy an Poa es 


‘ ” 
ao ‘tea AW casin da 
Cea 


=n 4 
a 4 


Roe Ma 
Hace a 
sy 


“Wo 
) 


4) 
aya 
1 


Py 


‘ih 


sy be: ou A years 3 


w 

4 
(aa wa hw 
a gears f 


a “ 
be a aoe 
AN rete 


tt "ais ? 
) 


a 


ie . ns 
CHAIN entation ib ou “Wethe dat ba 
AM ana Mest se i ae ‘ en a ae 
BY 
aan sysitednat 
ta iee ‘ait i “i 2 ir 
‘a 


AY 4 
Mt at Zant Hed Cho Pic “tty 
u Bi i in 1a ey) t bh 
Seite at er OS on ‘as ny 
a aeeatan i eit daddy 
Hasan Mr ik tessa dia 
eWirie ent way cau A) Me" cyte! ‘ i Mit wiht Cots Py ate 
Pie AN 4h 2 Chak et * Ay tidaaa asi 
Mota ot Wi wal AE wa Heh 3 ray Pa vind “ Fp Hie nwa 
MSH e = ek id oy ny A 
De osaens ares Had tedautatan ta it th 
My on eat ke “a eas Uh RSM its 
18 rth ote a rina ita tg 
tip <u “ He Re BAD aaataty’ 
"4 i 
iain list tiaatat POR DEL ROM techn st 
Hada kaa UAL AGA eaieaad a acura 
MAL fh Deu ns von we 
ving Sit Wether ott roy 
edt wrsaeied ty wt 


Wd 
its ney se i 


We tet keg 


th A) 
edie 
\ asaya 


Ait (ita lmandstte va ae 4 Neat 
i Ys t SPE RDOL : 
DEMME eT NA Sa Neaisy tu tania ave brea ica Moa iat 
Te, beeen es PSHE Meals inn Cater WD tee anie 
“ AME D ES ibowih Fa Shalh ad 


WA ew: 

DA at * 

rik 

Sareea WPL MMe masue 
Asa th 

ia 


AY 
HM 9 
dagen’ natdoae "y 
it) Henares sd HAE A tenth 
rer Neal oh 6N ayaa it Nutty my 
rh 4 aaa nd: tla anenet ‘ens 
a 20h tsa lagadedcds 
Rye tipi a 
WRAL Amp Ce Nie 
Sho oe 
eat ad ern 


Ve 
Hu 4 yt iS 4 

aula oH hi 9 
Corn ey ‘4 i cheba adc wa 
it y) Un ee ERAN icy 
wi She W PR bet 


init be nai 
tp oa WLP 3 agar 
Bases 


hte ives 
avi Aetranitores nt 
ae ser ite Cy 
Meni Aided techni a’ Sy 
ah sdetails 
ie me te ‘i, hh Ce 
SLL RTR en ery 
D i ) 


Geatnetaniat string, Weausangt] i 
Nasi ad aly 

« ea aes a) tad tba hatha og 

Vee men ied saau ey Ar demeet een 

rere “a 

Cy ae OPM ane 

aman acre 
td at Wwe ase 


WU dae baie 
a4 


eihratel 
1st aN HUTA Eg ans aie Peilconne a 
ee ; eae Dia hs Excise 


ised a AY Weta ek nd 


eee tnienn’ WENN O 54 
apMtistonate hasan tree 


weds iSiteseat 
alt 


oO rt} 
4 DORE 
DB YI aT eet 


gy Mtb. 
Naat 
f 

Ser ihn ain oy h yh Mesiteteus ‘“ nue He 
adalat’ aoa ‘ HsWingvatods a ayangeas 
a pee ie i , a RONEN ‘asta a i iginatn atte fea a fern ae et 
Oct tet BAO MC akerietuedet 

aa: aati a a ‘ara a mS Pw. sine yee 

ratate tala 


ona 


Veit eaeOedhad acne to 
iaeata ly DNR Su TL 
ai we Lay: aia 


eas asa 
a aval 


Hh 
a Macrae 
dae 
Pere rin et 
AOU Nai aden 
weet oh htt 


Saeed ke 
(eet 


Sih sett 
cheanncdeanicaeinann 
A AN 948 dish othe ahs athe 


peas HBA 
setinaieat Pahoa Seen) 
“Mousa 


naran) No beter aan 
an 


ug an ae Sted aton 
e so8 uM tye 
Honey. ® Hawite nt: 
Susie a ieaitaty a 8 tha 
PME Ratbone anh 
PS Ob ee er 
Ht ad dieh woe emlarih tie ie ah 
WP medeey 


rin 
eth 
dene 


it 
asarn caries 
sii ‘ain 


rr 
Uriel bea 
Rohr 


Cerner 
Laban 


eee dabaas aay 
te LON be Peden * 


Diaenege 
sade 


rh 
caer naghouentania 
hs abeis ie ssh Y 
Nrreeestisehs ay 


eee ee an olf 
A AO eda dey 
TNS bt 4G Meth eW otto ot Vy. 
SHO RUS UCA eR thet 
oe 


ae 
SCLC nn tr erbys 
PAE? 


oreo ris Wem esbsaiiy' 
DCR Ua Merknn ttre Cr 


& u TT 
CF rr: o ph bh | y) 
“1 Natta Wavatics ¢ 


SIN Haden 
CUBIC RCL ra 
e Asaeiynsac ih vegan isatanaagtty 
Pa EE hes 


bei Mlasqenasa 


hb 
rang ane 


Lit i + 
on sees 


Se 
soe 


ace ba Reet, 
et et! A 


na te Wi ic 


cc e Boao 


we 
etait aat 
be 


ate 
ay 


~ %: hay yy nets a“ 
iN sitet 
Tastaaan rae 


he |) 
ata He es tb 


— cor WH i 


‘ 
Siem aha i 
ratte Way 
. Ac Ae 
Las raat 
tae Sint noatn 
rane fh 


tone 


Mn pan sity Rhee 
tH Aone yy 
: ih tH 


ieaeetahatt a i 


oan y 


aes 
oes "3 


Nha 4 


A 


tay ae 
oe 


ne gates 
SH festetatl 
ant iN rw 
cearatne : 
ib fash vita uN Tt 
eer i in ee 


Fitna 
oe oy oy 


ia ait 
cit se 


a = 


oH oti: 
os woes oH 
ot 


eras 


is etal 


ue 


a es ih 
Ee re cee Adit a mh 


aati 
oat 4 
ata 


ita! Mk 
a 


ee = se 
Set am 
tah 


vn ‘f ie i aH 


isa ita isidy 
‘ nie ue 


watiaanae 


aoe tyr 

atahtnatan tan ; 
ht ay 
festa 


a 
ota aan Nesatan 
WR BI ow 
pata thst mana 

wht A ipsa eth a 


Hiei oR 


i cide i 
eaieaertstiedyin 
iN si! 


ry 
nga 


mais 

‘ eda tacaca: an 
nitcatatatay aie 
iba 


OO 
wh 

” anata * mine 
‘ aH 


ps nthak hs Ay ange 
Saisetatatatants 
arn) 


Sat ai 
‘et 


neha: 

i) vaneusity teas veh 
ROCRCMOE eri 
ics Wrehnwet) 

Rao hr? 
nt Pn 


Natt 
we 
“ hain ” 
an p 
ida 


kb ot 
eee Petre & 
neh eet a 
sf Debate ‘a> joasa. 


Ge 975.5 H266r 
Harwood, Herbert H. 
|Rails to the Blue Ridge 


DO NOT REMOVE 
CARDS FROM POCKET 


eo OT 


3 1833 00325 7562 


RAILS to the 
BLUE RIDGE 


1847 - 1963 


WASHINGTON & OLD DOMINION RAILROAD 
by Herbert H Harwood Jr. 


Bluemont* 

52.1 (54.4) =| 
( W) 

Trap Rock 
Quarry 


Belmont Park 
30.6 (32.9) 


POTOMAC 


=] 
F 
» 
8 
i Scotland Hts. 
a Px} 
C) 
8 Fy Ashburn* 
& 3 Round Hill* 28.6 (30.9) 
82 1) 48.0 (50.3) 
| (s) 
E 
ge Smith's 
Be a Siding 
eo O 
o 
» 
a2 
Purcellville* Sterling* 
45.1 (47.4) 2h.6 (26.9) 
Hamilton* 
41.5 (43.8) “4 
Herndon* 
Paeonian Spr.* 21.1 (23.4) 
39.7 (42.0) (8) 
5 Wiehle* 
18.9 (21.2) 
Clarke's Gap* 
38.8 (41.1) 
Leesburg* 
35.2 (37.5) 
(Ss) (Ww) 
Hunter 
15.8(18.1) 


"i \, Wedderburn 
*21.3(13.6) 


\ 
Dunn 


L 
153(12.67) 


W.Falls 
Church 
8.2(10.5) 


1 
) 
Rothsay 


4 


Spring Hill 
10.5 (8) 
McLean 
fa) 


4 
ke 
: i Torrison 
| 


Falls 
a Church* 
7-0(9.3) 


(Great Falls Division) 


\ 


Vanderwerken 
o k e 5 


WASHINGTON & OLD DOMINION RY. -- Trackage Diagram as of 1916 


WASHINGTON (36th & M) 


* = agency station; (S)= Substation location; (W)= Water facilities 


First figure indicates mileage from Washington; second (in parentheses) is mileage from Alexandria 


{AILS to the BLUE RIDGE 


the Washington & Old Dominon Railroad | 


1847 - 1963 


by 


herbert h. harwood Jee 


sajjw yyBya ynoqno sjonba youl euO 
000‘00S‘} - 21225 


vE6l - ZI61 *4Y8I9H SH! iv 
AVMIIVY NOINIWOd d10 2? NOLONIHSVM JHL 


~ 
‘2? 
Sy 
v 


\.— 


ALNNOD 


waa NagHinos 
XVddlvs 


H°D xvayiyy ° 
ow? f \ 
Ss our? P wy fe { 
¢ fi . / 
° Ss He Sy, é 
rs ~S 
aS ra ¥ 5 ae / e / 
\ uoyBusysp \ ce OS ey cet 
\ Vo: Se: ALNNOD Se 
— Zs pee a ., 7 ae. : oe 
ee or) ee Nnoanot i Be 
\ ” / a) eS » ao "~\ | 
a3 389 7 i a >» ae XN ss o—— — + = 
at ? y3 we = et o-_ ~ 7 
Se y Ss SS = =f 
= x é we = ] 
———— PS / 
a s Si SU = j 
418A Ty »* ee yy a Sj es - 
% : > = is LNOwania _ eat avend 
i as Dub wey a 
(e) 2 ay “ye < a 
fe) ° 9 fees > ITIAAW38 ‘ fo 
YS O e SS =. 5 ‘CD f] = 
GNVTAYVW » § § j2CN i 
RS Sa 
yi x > oN YS : 4 HONIM 
od geo Se Sons “JF INVID j ‘fees 
i & y= 6-32 Ss = x . / 
5 = a SY p= si ~, * 
yy > o> = s » 7 
‘ of =, e < 
| ee So § “ ; 
8 YY = SS j 4 Ke) ° 
+ San JS ®,; ALNNOSD 
> » = st S / = S ‘. 
\ Ss Se Lap ; aN > OP ECE 
ma es SS — 
: m= = = 4= NMOL SaT¥vHD SS 
SRLS oo = XN. 
. S N 
“VA LSSM 


1238906 


INTRODUCTION 


U. S. transportation history teems with tales of big men, big machines, and big 
empires. But for each successful project there were at least a dozen failures. Most 
never got beyond the paper stage and a few were downright fraudulent. But many were 
born of an honest high purpose, begun with fanfare, slowly petered out, then usually 
settled into relatively secure but dull lives as anonymous feeders of the successful rail 
behemoths. 


This is the story of such a failure -- though it was certainly spared a dull life. 
Meandering across northern Virginia is a 47-mile short line now known as the Washington 
& Old Dominion Railroad. Begun in the mid-19th Century by a fading Virginia seaport 
desperately trying to hold its past glory as a world trade center, the little railroad had 
grand dreams of crossing the Alleghenies to bring the wealth of the west into its mother 
city. 

It never came to pass. Alexandria, the mother city, quietly stagnated and its 
railroad gave up long before it had reached any place of importance. But its failure bred 
success of a different sort.. Instead of trunk line bustle, the line acquired the casual, 
easygoing charm of the countryside it served, with a personality and career varied 
enough to suit any taste. 


The W&OD -- "Virginia Creeper" as it was often called by those who once rode 
its now-vanished passenger trains -- is as rich in history as it is in weeds. Its corpo- 
rate life story matches the best of the big ones in labyrinthine complexity. Over its 
rails have rolled almost every type of vehicle known to railroading -- classic wood- 
burning steamers, conventional coalburners, electric interurban cars, dinky onetime 
elevated railway steamers, city streetcars, diesel locomotives, gas-electric ''doodlebug 
cars, a stainless steel streamliner, electric locomotives, convertible bus-railcars -- 
in short, practically every form of locomotion but sail. 


" 


Chameleon-like, the W&OD has managed to adapt itself to each change in its 
surroundings. It has withstood Mosby's Raiders and commuter lawsuits. It was one of 
the few steam railroads to become an interurban electric line and one of the few 
interurbans to survive. It had the almost unique distinction of completely abandoning 
passenger service and then resuming it -- with another form of motive power to boot. 
Tales of its nonconformist and often haphazard operations are local legends. Little 
wonder then that the Old Dominion has acquired a following and enthusiasm usually 
reserved only for baseball teams. 


This work stems partially from pure and simple nostalgia, but it has one serious 
purpose. Our everyday landscape is undergoing vast and radical change: woods and 
farms are being bulldozed into subdivisions, shopping centers, and superhighways. As 
concrete and asphalt engulf the older landmarks and obliterate old ways of transportation, 
they leave only memories which may dissipate as fast as the exhaust fumes of their 
replacements. Here we are attempting to record some of the history and memories of 
one such institution before they too vanish. 
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Old Dominion pastoral: a westbound W&OD freight passes the Bowman estate 
at Sunset Hills, Va. in 1958, overa right-of-way built 100 years before by 
men heading for the coal fields of West Virginia. (H.H. Harwood photo ) 


The Alexandria Loudoun & Hampshire built this commodio 
Princess St. near the Alexandria waterfront in 1858. 
even hundred years, (H.H. Harwood photo) 
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I. ALEXANDRIA TRIES TO GO WEST 
1847 - 1865 


It was the early 1840's, and Alexandria, Va. was ina civic panic. Perched on 
the Potomac River six miles south of the obstreperous new city of Washington, D.C., 
Alexandria had long been a seaport of quite fair repute. For almost a hundred years, 
in fact, the city had been in the mainstream of world commerce, and in its heyday 
ships stretched as far south as the mouth of the Potomac awaiting their turn at Alex- 
andria's docks. Feeding the port's commerce was an extensive system of inland turn- 
pikes reaching south and west into the fertile Virginia farming country. Furthermore, 
the Chesapeake & Ohio canal project -- begun in 1828 -- promised to put Alexandria at 
the end of a new transportation line into the upper Potomac valley, the Alleghenies, 
and the Ohio River. In short, Alexandria had been comfortably prosperous, well- 
established, and respectable. 


But the city's leading citizens were increasingly haunted by a large demon. The 
demon was Baltimore, less than 50 miles to the north and a powerful, resourceful 
commercial rival. Alexandria's bloom had begun to fade fast when Baltimore came up 
with a new device to expand its inland trade and divert commerce from the Potomac to 
the Patapsco docks. Its weapon was the railroad: Baltimore's foresighted fathers 
realized that rails could mean faster, cheaper, and more reliable transportation than 
creaking wagons or creeping canal boats. Beginning in 1828 they had rapidly pushed 
the Baltimore & Ohio Railroad westward, aiming to link their port with the Ohio River 
at Wheeling and tap Virginia's farmlands and coal fields en route. By 1842 the B&O 
had beaten the struggling C&O Canal to Cumberland, and for all practical purposes the 
canal became a dead letter before it was even finished, 


At the same time, Alexandria suddenly saw its trade to Virginia's upper 
Shenandoah Valley vaporize -- in 1836 the Winchester & Potomac Railroad finished 
spiking rails down the valley from Winchester to the B&O's main line at Harper's 
Ferry. With the completion of this feeder, Winchester's business went to Baltimore by 
rail, and the horse-drawn wagons ceased rattling over the dirt road to Alexandria. By 
the early 1840's it was obvious that the Alexandrians stood to lose every last bale and 
crate on their docks unless they somehow met the new threat. 


They reacted, but not fast enough. Capital may have been hard to raise ina 
city of only 8400 people -- or perhaps it stemmed simply from a southern reluctance to 
move too quickly -- but in any event retaliation plans did not jell until 1847. On 
March 20, 1847, some local merchants chartered the Alexandria & Harper's Ferry 
Railroad, which would build west to Harper's Ferry and join there with the still- 
independent Winchester & Potomac. Then, thought the Alexandrians, they could con- 
solidate with the W&P to form a through rail route into their old trading grounds in the 
Valley. But the B&O -- decisively in the driver's seat by then -- easily outflanked 
them by snapping up the Winchester & Potomac in 1848. With its Valley outlet in enemy 
hands, Alexandria's enthusiasm promptly wilted and the Alexandria & Harper's Ferry 
expired with nary an ounce of dirt dug. 


But the idea did not stay dead long. Within six years it was quivering again -- 
this time as the Alexandria, Loudoun & Hampshire Railroad. The AL&H was a direct 
outgrowth of the abortive older project but had broader ambitions: it would run west 
over approximately the same route as the stillborn Harper's Ferry railroad, and then 
strike out across the Blue Ridge to Winchester. From Winchester it would keep going 
over more mountains into Hampshire County, Virginia (now part of West Virginia) and 
terminate on the upper Potomac at Piedmont, Va. -- about 170 miles from Alexandria. 
Alexandria was still not ready to knuckle under to Baltimore, and the new AL&H would 
compete directly with the B&O for both Shenandoah Valley produce and Hampshire 
County coal. 


The new company was chartered on March 15, 1853 by a group of prominent 
local citizens which included Lewis McKenzie, offspring of an old Alexandria shipping 
family and one of the city's original Commissioners, Cassius F. Lee, of the notable 
Virginia Lee family, Benjamin Morgan, and William Gray. Like many railroad pro- 
jects of the time, the Alexandria, Loudoun & Hampshire was partially subsidized by the 
State of Virginia, which agreed to put up $853,000 and maintained a sizeable repre- 
sentation on the company's Board of Directors. McKenzie headed the project and 
remained its President for 25 years -- a decision he must have regretted more than once, ; 


With high hopes the railroad set out westward. Ground was broken in Alexandria 
in February of 1855, and construction crews followed surveyors along a route through 
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the gently rolling farmlands of Fairfax and Loudoun Counties. But money was still 
scarce and progress slow. Fund-raising meetings were held in the little villages and 
hamlets along the way, but the farmers always seemed to be too busy either planting or 
harvesting. It was not until the summer of 1858 -- almostthree and a half years later -- 
that the grading finally reached Leesburg, a historic Loudoun County farm center 

38 miles west of Alexandria. 


At Leesburg, the AL&H engineers were well within sight of the Blue Ridge, the 
gateway to the Shenandoah and the first of many mountain barriers between them and 
Piedmont. They decided to aim toward Keye's Gap, where the rails would climb the 
ridge, cross through a 1600-foot tunnel, descend the west slope and head toward 
Winchester. Under this plan, grading started west of Leesburg in the general direction 
of Hillsboro. 


While contractors were out digging up the Loudoun County landscape, the 
tangible fixtures of a railroad began to appear at the eastern end. On October 12, 1858, 
the schooner ''Samuel B. Grice'' docked at Alexandria with the line's first locomotive -- 
a graceful eight-wheeler turned out by William Mason's shop at Taunton, Mass. In the 
classic tradition of early railroading, the newcomer had been christened the ''Lewis 
McKenzie" in honor of the railroad's President and guiding light. A brick depot build- 
ing, a small roundhouse and turntable took form at Alexandria, and in the closing days 
of 1858 the first rails were spiked down on the depot lot. Ona muddy March 22, 1859, 
sweating crews pulled the ''McKenzie" onto the tracks for the first time; on May 9 it 
was finally fired up for a one and a half-mile test run, then put to work pulling con- 
struction trains. In the meantime, more ships brought in iron rail from England and 
Wales. 


During 1859 two more Mason woodburners arrived -- the ''Charles P. Manning", 
named for the AL&H's Chief Engineer (a former B&O man, by the way), and the "Clarke", 
which commemorated a Virginia county the road hoped soon to reach. Alexandria 
craftsmen fashioned the rolling stock for their home railroad: T. S. Jamison helped to 
build 24 freight cars (14 "burthen'' and 10 "house" cars, according to a contemporary 
report) and John Summers constructed a 47-foot passenger coach finished with lilac 
plush seats. Two mail-baggage-passenger combines were delivered early in 1860 to 
round out the initial roster. 


By August 1859 the company was running a limited freight and passenger service 
as far as Vienna, about 15 miles from Alexandria, and on January 16, 1860, a regular 
daily round trip was started to Farmwell station (the present Ashburn, Va.), 31 miles. 
The AL&H's big day finally came on May 17, 1860, when the citizenry of Leesburg 
turned out to welcome their first passenger train -- which arrived appropriately 
bedecked in flags supplied by its milestone-conscious conductor. 


Alexandria and Leesburg joined in enthusiasm for the new railroad and its 
blessings. Leesburg's weekly newspaper rhapsodized: ''This opens a new era in the 
history of our ancient town and reminds us that Leesburg is no longer to be considered 
one of the finished and out of the way places of the earth, but in the future is to bea 
living, active and prosperous town. We are now hitched to the rest of the world, about 
an hour and a half to two hours travel from Alexandria and Washington..." Said the 
Alexandria Gazette, with a commercial gleam in its eye: ''We trust that our country 
friends may now find it convenient to double the number of visits to this city. They are 
always welcome. "' 


West of Leesburg the railroad largely existed only on surveyor's maps, although 
grading had been finished as far as Clark's Gap in the Blue Ridge foothills. Stage- 
coaches at Leesburg "temporarily" carried AL&H passengers west to the railroad's 
next target: Winchester. After thirteen years and one false start, it finally looked like 
Alexandria was getting in business with its own railroad to the west. 


Whether or not the road could have kept up its drive toward the Hampshire 
County coal fields is problematical, particularly in view of its anemic financing and the 
mountainous terrain which it had yet to hurdle. But the events of 1861 made argument 
academic. On May 23, Virginia seceded from the Union and suddenly everything turned 
topsy-turvey. 

The hapless little Alexandria, Loudoun & Hampshire immediately found itself 
in the midst of a frantic scuffle for rail lines and rolling stock. On May 19th, just 
before Virginia officially entered the war, Robert E. Lee managed to extract two 
AL&H locomotives from Alexandria, and sent them south over the Orange & Alexandria 
Railroad to serve the Confederate war effort. Both were rechristened with good 
patriotic names -- the ''General Johnston", which ran on the Richmond Fredericksburg 
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& Potomac, and the ''General Beauregard", which wound up on the Virginia Central. 
Before evacuating Alexandria, Lee also burned most of the railroad's brand-new freight 
and passenger cars. 


The moment Virginia seceded, Union troops swarmed down from Washington, 
occupied Alexandria, and took over the city's rail and dock facilities. On May 24th, the 
section of Alexandria Loudoun & Hampshire around Arlington Mills and Alexandria was 
confiscated by the Federal Government, which also appropriated the line's one remain- 
ing locomotive -- the ''Clarke" -- and promptly relettered it for the newly-organized 
U.S. Military Railroads. By 1862 the military authorities were operating the road as 
far as Vienna, 15 miles from Alexandria. 


During most of the War, the Loudoun & Hampshire played only a peripheral part, 
and at best is barely mentioned in histories of the epic conflict. Unlike most of its rail 
neighbors in Virginia and Maryland, the AL&H had nominal strategic value and was 
useful only as a local supply line for the Washington-Alexandria area. Nevertheless the 
unfortunate road managed to get as badly banged-up as the others. Before Lee withdrew 
from northern Virginia he had destroyed most of the road's western half -- about 
18 miles in all, between Leesburg and Vienna station. Seven bridges were burned out, 
rails were heated, twisted, and scattered in the woods surrounding the right of way. But 
so unimportant was this section that apparently nobody even bothered to repair it for 
several years afterwards. 


The eastern half, from Alexandria to Vienna, was kept open by the military 
authorities to serve the camps scattered around the south of Washington and bring food 
and wood to the capital. Even this section did not lead an entirely peaceful life -- 
Mosby's Raiders and other Southern partisan groups periodically shot up trains, and 
undisciplined Union troops bathed in the locomotive water, stole wood fuel, and tore up 
several sidings. The only action resembling a real battle along the AL&H occurred 
early in the war when Confederate troops were still within range of Washington. On 
June 17, 1861, a South Carolina contingent of infantry and cavalry ambushed a military 
train on the outskirts of Vienna and opened fire on its outnumbered occupants with 
artillery. In the heat of the fight, a cannon ball accidentally uncoupled the locomotive 
and one car from the rest of the train; the engineer immediately took the opportunity to 
head back toward Falls Church at full speed, leaving about 180 men to face what was 
reported as 2000 Confederates. But the battle was inconclusive: thinking the engine 
would return momentarily with reinforcements, the Confederates gave up and withdrew 
after burning the remaining cars, while the Ohioans straggled back to Arlington on foot. 


With the war's end, the battered AL&H served briefly to transport the Army of 
the Potomac, which was camped along the line before being mustered out. On August 8, 
1865, the dishevelled property was finally given back to the Virginia Board of Public 
Works and its original owners after four years and three months under Federal control -- 
the longest ''captivity'' of any Southern rail line. 


WASHINGTON, OHIO & WESTERN RAILROAD CO. | 
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II. DREAMS AND DOLDRUMS 
1865 - 1912 


As the dust cleared, the railroad gradually regained some semblance of its 
former self. Slowly the property was patched back together: as best anyone can deter- 
mine now, the company's original locomotives were returned home by both sides and 
new cars were picked up. By 1868 the road was again in full operation with a roster of 
four engines, four passenger coaches, two mail-express cars, and 43 assorted freight 
cars. 


But after the war the Alexandria Loudoun & Hampshire never seemed able to get 
going again, and for the next 20-odd years it followed an erratic course to nowhere. By 
the end of 1868 the slim iron rails had reached Hamilton, a farm hamlet six miles west 
of Leesburg, largely over grading done before 1861. Hampshire County and Piedmont 
were still the goal, and new surveys were made to put the line over the Blue Ridge hump 
and into Winchester. 


But in 1870, McKenzie and his group decided to veer off in another direction. 
While the company's four locomotives puttered back and forth through the woods and 
fields between Alexandria and Hamilton, its management succumbed to megalomania 
and looked far west. They decided to build all the way to the Ohio River at Point 
Pleasant, W.Va. (between Parkersburg and present-day Huntington) -- roughly 
325 miles from Alexandria. To conform with a new set of franchises, the AL&H was 
renamed the Washington & Ohio Railroad on July 26, 1870. Very possibly the 
Alexandrians were spurred by Collis P. Huntington's new Chesapeake & Ohio, which 
was then completing a trunk line from Virginia tidewater at Hampton Roads to the Ohio -- 
a project which promised to open up vast new coal fields and establish Hampton Roads 
as a dominant Atlantic shipping port. (Parenthetically, the C&O was completed in 1881 
and proceeded to do just that) The projected Washington & Ohio route was to cut across 
West Virginia about midway between the C&O's line on the south and the well-entrenched 
Baltimore & Ohio to the north. En route, it would pass through some of West Virginia's 
finest virgin coal country. 


Inspired by its new destiny, the Washington & Ohio inched forward again. A new 
route was surveyed across the Blue Ridge, this time using a tunnel through Snicker's 


Gap -- several miles to the south of the original surveys. Contracts were immediately 
placed to get the tracks from Hamilton to Snickersville, 10 miles away at the foot of the 
Ridge. But even this modest effort seemed monumental -- by 1873 the line had gone 


only as far as Purcellville, 4.6 miles, and in the following year it had crept another 
three miles to Round Hill, another hamlet in the Blue Ridge foothills 50 miles west of 
Alexandria. Here it heaved a sigh and stopped. 


The first mountain still hadn't been reached, but the old bugbear of money still 
haunted the project. The company's total gross revenues -- which wavered around 
$100,000 a year -- were barely adequate to meet its operating and interest costs, much 
less to finance construction through the 275 miles of continuous mountains and valleys 
which lay ahead. And in the struggle to raise new capital, Alexandria was up against 
stiff competition. Surrounded by big cities, big railroads, and big financial interests, 
the little Potomac port could not muster enough to carry its line further. Out of the 
$ 9 million worth of bonds authorized when the new W&O was organized, only about 
$235,000 were ever actually issued. The company did what little it could, but it had 
long since lost the initiative. Financial troubles came in 1877, and early the following 
year the Washington & Ohio went into receivership. 


Receivership meant the end of whatever slim hopes Alexandria might have had for 
its own western outlet. The original management, which had stuck grimly with the rail- 
road since the 1850's, gave up and retired from the scene. The road drifted adong until 
the spring of 1882 when it was sold and reorganized as the Washington & Western, but 
the new purchasers almost immediately defaulted on the $400,000 purchase price and 
the aimless company was again without any direction. Up on the block it went again, this 
time to be bought by New York interests who took control on June 12, 1883. 


The new owners dubbed their property the Washington Ohio & Western. The WOW -- 
its initials had little to do with its personality -- embarked ona mild 1880-style moderni- 
zation program which included three new eight-wheelers from the New York Locomotive 
Works at Rome, additional rolling stock, gradual replacement of the old 52-pound iron 
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Final western terminal of the railroad turned out to be Bluemont, Va., 
54 miles from Alexandria -- shown here in a 1908 view. (LeRoy King collection) 


Steam days on the Bluemont branch -- an eastbound Southern wayfreight poses 
at Herndon about 1908. Power is provided by a ten-wheeler. (D, Marcham 
collection ) 


rail with new 60-pound steel, and some new iron bridges. 


Throughout this series of corporate hiccups, there was desultory talk of building 
over the Blue Ridge as far as Berryville to join the Norfolk & Western's Roanoke- 
Hagerstown line and give the N&W entry to Washington; there were also vague rumblings 
about a linkup with the old foe, the B&O. But the railhead remained at Round Hill, and 
the road quietly subsided into an amiable country cousin rather than a mountain-piercing 
trunk line. It was a 50-mile railroad to nowhere in particular, and the Blue Ridge sat 
forever just out of reach in the haze. 


Away from the mainstream, the railroad took on a casual flavor befitting the low- 
pressure territory it served. One Christmas day in the 1870's, for example, the crew 
of a Round Hill train absorbed an abundance of holiday cheer en route. Reaching the end 
of the line they ran the locomotive onto the turntable -- and straight off the other side 
into the bushes, where it turned over. The comedy turned to tragedy when the fireman 
was crushed to death in the wreckage, 


Train service during the '70's and '80's was similarly simple: one mail train 
and one accommodation ran daily from Washington to Round Hill and back, using the 
Washington Southern and Pennsylvania Railroad facilities from Alexandria Junction (two 
miles outside Alexandria) to the Pennsylvania's terminal on the Mall in Washington. A 
daily mixed train running out of the Alexandria depot usually did the local freight chores. 


Shortly after the Washington Ohio & Western's organization in 1883, the company 
was passed off to J. P. Morgan's banking group in New York, which was then in the pro- 
cess of piecing together a giant Southern railway system from a disjointed collection of 
short lines. After that things moved fast: in October of 1886, the WO&W was leased by 
the Richmond & Danville, which under Morgan's aegis was gathering up Virginia rail- 
roads by the bushel. The R&D also acquired all the WO&W's stock, which it turned over 
to a holding company -- the West Point Terminal Railway and Warehouse Co. (For 
operating purposes, the WO&W was tied into the Virginia Midland Railway, another R&D 
subsidiary which operated a main line from Alexandria south to Danville) On June 28, 
1894, all the R&D properties were integrated into Morgan's new Southern Railway -- 
and thus the weary old Alexandria Loudoun & Hampshire finally came to rest as a small 
appendage tucked up in one corner of the sprawling Southern map. In all probability, the 
marginal line's value as a feeder was less important to the New York empire builders 
than its potential threat as a Washington- Virginia connection for some invading railroad, 
but in any event it had finally found security. 


Southern ownership brought a few outward changes, including a short extension. 
In 1900 four miles of track were laid from Round Hill to Snickersville, the tiny town at 
the base of the Blue Ridge where Washington & Ohio surveyors had laid out their route 
through Snicker's Gap 30 years before. But no grand plans were in mind this time -- 
the railroad's proximity to the mountains had made it a favorite with Washingtonians 
heading for one-day picnics and vacations in the mountains. Snickersville's location 
made it a good jumping-off spot for stage and cab connections up into the green-covered 
slopes where tourists could get breath-taking views of the Shenandoah and Loudoun 
Valleys. Concurrent with the coming of the railroad, Snickersville was rechristened 
with the more alluring name of Bluemont, and the rail line itself became universally 
known as the Bluemont Branch. 


Train operations remained typically branchline. Little ten-wheelers chuffed 
through the northern Virginia countryside toting from two to four wood cars containing 
mixed complements of milk cans, mail, express packages, baggage, and local passen- 
gers. Depending on the season, from four to six daily passenger trips rolled each way 
between Washington and Bluemont, and nonstop expresses took tourists to Bluemont on 
summer weekends. Like all Southern passenger runs, the Bluemont trains used the 
Pennsylvania's Washington terminal (after 1907, the spanking new Union Station) and 
joined the branch at Alexandria Junction. A connecting passenger service shuttled 
between Alexandria Junction and the old AL&H depot near the Alexandria waterfront. 
Alexandria had long since been overwhelmed by Washington as a metropolitan center, 
and it was now on a branch of its own railroad. 


One local freight a day was usually enough to handle the grain, fertilizer, lumber, 
brick, livestock, and other commerce of an agricultural economy. Cars were inter- 
changed with the parent Southern at Alexandria, which formed the line's only outlet to 
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CIRCULAR No. 9816. 


Department. 


File M 936 
Wasuincton, D. C., May 24, IgII. 


Inauguration of Summer Schedule between Washington, D. C., and 
Bluemont, Va., affording most convenient service. 


EFFECTIVE SUNDAY, MAY 28, 1911. 


COMPLETE SCHEDULE BETWEEN WASHINGTON AND BLUEMONT, 
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Norr —Nos, 119 and 120 are electric motor cars running between Leesburg and Washington. No baggage carried on 


these motor cars except small hand baggage carried by passengers. 


E. H. COAPMAN, 


Vice eae and General Manager 


2000-8-24-1911. 


S. H. HARDWICK, 


Passenger Traffic Manager 


H. F. CARY, 


General Passenger Agent 


the world until the huge Potomac Yard was built in 1906. Potomac Yard was happily 
located for the Bluemont branch -- it had been built partially on the branch's right-of- 
way, in the marshy land just northwest of Alexandria, and the line bisected the yard on 
a 1500-foot steel trestle. Here the Bluemont line had direct access to five major trunk 
lines -- the B&O, Pennsylvania, C&O, RF&P, as well as the Southern. 


By all reasonable standards, the branch should have stayed in its comfortable 
obscurity. But as it turned out, its most convulsive growing pains still lay ahead -- 
for fate apparently was not ready to let this sleeping railroad lie. 


This ten-wheeler and its crew were typical of Bluemont trains circa 1900. 


The view is at Herndon about 1908. (David Marcham collection) 
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Early days onthe GF&OD: Car 3 at the Great Falls terminal about 1908. 
(David Marcham collection) 


Car 5 was typical of the Great Falls line's original equipment. It and four 
sisters were built by Cincinnati in 1906, and served the line until 1933. 
(LeRoy King photo, from Steve Maguire) 


lil. THE GREAT FALLS TROLLEY 


1900 - 1912 


While the Bluemont Branch lazed its way through the opening years of the 
Twentieth Century, some new developments were taking place around Washington -- 
developments which forecast a new direction for the placid railroad. 


The early 1900's was the time of the trolley. With the perfection of the electric 
railway, cities were now able to expand far beyond the practical limits formerly set by 
the speed of a horse. No longer was it necessary to live huddled together in the center 
of town in order to get anywhere in reasonable time and comfort. The trolley's speed 
and cleanliness started the suburban rush which the automobile later picked up and 
carried to its present sprawling state. And, needless to say, turn-of-the-century real 
estate promoters quickly recognized that tracks and overhead wires were their key to 
converting undeveloped woods and farms into profitable suburban settlements. 


Trolleys were suddenly everywhere. During the late 1890's, car lines were 
pushed in all directions out of Washington. Over on the Virginia side of the river an ex- 
tensive system sprang up to connect the Capital with Alexandria, Mount Vernon, 
Arlington, Clarendon, Falls Church, and Fairfax Court House. While their original 
equipment was sometimes crude (the Washington Arlington & Falls Church began life 
with a set of secondhand streetcars and several old horse cars), the trolley lines and 
their territories developed fast. 


This was the state of affairs when two more promoters came onthe scene. This 
particular pair had their eyes on the virtually virgin woodlands along the south bluffs of 
the Potomac to the west of Washington. Their attention was especially caught by a spot 
about ten miles west of the District Line where the usually placid Potomac was broken 
up by jagged rocks into a series of spectacular cataracts -- the Great Falls of the 
Potomac, as it was called. Great Falls was indisputably one of the finest scenic attrac- 
tions in the lackluster landscape surrounding the Capital, and it offered a perfect loca- 
tion for the one-day outings so popular at that time. It had historic interest, too -- on 
the Virginia side of the Falls was the site of a small canal and long-abandoned flour mill 
built by George Washington during his younger days. To add more spice for the pro- 
moters, the territory between Great Falls and Washington was almost completely unin- 
habited and ideal for development. 


The two men were hardly run-of-the-mill hucksters. John R. McLean and 
Senator Stephen B. Elkins were entrepreneurs and magnates of the old school. Both 
were hugely wealthy from a variety of business interests and were commanding polit- 
ical figures -- in fact, both had dreamed of the Presidency of the United States at one 
time or another. McLean, an autocratic Washington millionaire, was active in real 


estate, investments of all sorts, and owned the Washington Post and Cincinnati Enquirer. 


(He is chiefly remembered among latter-generation Washingtonians as the sire of a star- 
crossed society family and father-in-law of Evalyn Walsh McLean, onetime owner of the 
Hope Diamond). McLean's partner was no less a luminary. After founding a coal, 
lumber, and railroad empire in West Virginia, Elkins had entered politics in a serious 
way -- first as Secretary of War under Benjamin Harrison and then, beginning in 1895, 
as U.S. Senator from West Virginia. During his Senate career Elkins helped to father 
two keystones of interstate commerce law: the Elkins Act of 1903, prohibiting railroad 
rebates, and the Mann-Elkins Act of 1910, which tightened federal control over trans- 
portation rates. 


McLean and Elkins acquired the Great Falls site and set about building an 
electric line to link it with Washington. Some work had already been done for them -- 
in January of 1900 a group of local landowners had organized the Great Falls & Old 
Dominion Railroad and obtained a charter for the line, but beyond that they had done 
little more than obtain some property. The GF&OD came completely under the Mc Lean- 
Elkins wing (McLean held about 52% of its stock and Elkins the remaining 48%) and con- 
struction work started about 1903. 


The Great Falls & Old Dominion's route was a simple here-to-there affair, with 
no branches or other complications. All told, it was 14 miles long and ran through the 
rolling woodlands on the Virginia side of the Potomac. Strictly speaking, the line 
barely entered Washington -- it crossed the Potomac on the Aqueduct Bridge, at the 
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GF&OD car 8 "somewhere" on line about 1908, (David Marcham collection) 


This bright yellow GF&OD car shuttled passengers over the Aqueduct 
Bridge between Georgetown and Rosslyn, about half a mile. (LeRoy O. King photo) 


west end of the city, and abruptly ended at a small brick terminal at 36th and M Streets 
in Georgetown. The Georgetown station snuggled next to the Capital Traction Company's 
carbarn and main office building, where Falls passengers could change to local street- 
cars into downtown Washington. Hardy patrons could also take a short but steep walk up 
to 36th & Prospect and catch the cars of the Washington Railway & Electric Co., the 
city's other local traction company. 


The narrow old Aqueduct Bridge was specially widened to accommodate a single 
railway track. The bridge, incidentally, was another relic of Alexandria's expansionist 
days. It had originally been built in 1843 as a wooden aqueduct to carry the C&O Canal 
over the river on its way to Alexandria, but in 1886 was converted to a wrought-iron 
highway structure. At the south end of the bridge was the village of Rosslyn, which be- 
came the GF&OD's key spot -- here the car shop was put up and a power house located 
on the flats alongside the river. From Rosslyn, the right-of-way turned inland, climbed 
the bluffs south of the river, and headed into the woods for Great Falls. En route it 
passed almost no established communities other than the small village of Cherrydale. 
Simple little shelter stations were put up at major crossroads and likely spots for sub- 
urban communities. Apparently short on imagination but long on ego, the company 
named most of these spots in honor of its management or local landowners: McLean 
(about midpoint on the line), Elkins (just short of Great Falls), Vanderwerken, Jewell, 
Livingstone Heights, and others received this blessing. 


Physically, the GF&OD was characteristic of the better grade of suburban 
trolley -- unspectacular, but well built. When it was finally finished (which was a year 
or so after its opening), it was entirely double-tracked and laid with 70-pound rail. 
Trolley wire was hung from simple spans between pairs of wood poles, and delivered 
650 volts to the cars. Like most railways of its type, GF&OD grading was relatively 
light and it tended to roll with the landscape -- westbound cars had to grind up a long 
3-1/2% grade up the ridge from Rosslyn, and 2% rollercoaster hills were common. 
Aside from the Aqueduct Bridge, the line's only notable structure was a 600-foot steel 
trestle carrying the two tracks over the bed of Difficult Run, 70 feet below. 


For rolling stock, the company played the field insofar as carbuilders were con- 
cerned. During 1905 and 1906 it received cars from the Cincinnati Car Co., Jackson & 
Sharpe of Wilmington, and the Southern Car Co. of High Point, N.C. Altogether, there 
were eight rather handsome wood suburban cars fitted with rattan seats, four motors, 
and railroad-type monitor roofs. One wood freight motor did the express, freight, and 
work chores, and a double-truck car of standard streetcar design was ordered to 
shuttle local passengers back and forth over the Aqueduct Bridge. 


By the summer season of 1906, the railway was ready to run. Service of a sort 
began on March 7, 1906, but could be operated only as far as Difficult Run, just east of 
Elkins, where the trestle was still a-building. The trolleys made it to Great Falls just 
in time for the rush -- on July 3 the first scheduled car ran to the loop at the Park, 
where the promoters had built a dance pavilion, merry-go-round, and picnic areas over- 
looking the swirling waters. The next day the bands, crowds, and cars were in full 
swing. 


Success was instant and overwhelming. Crowds flocked to the Park in such 
numbers that the company was immediately pressed for equipment and scurried out to 
pick up stopgap rolling stock. Within the year, three dinky steam locomotives and six 
old wooden open-end coaches were chuffing back and forth on weekends to supplement 
the overloaded trolleys and straining electrical system. All of them were veterans of 
New York's Manhattan elevated railway, where they had recently been put out of work 
by electrification of the 'el' lines. (Whenever they ran, the little two-car trains must 
have made any early-day railfan boggle -- one coach in each train was equipped with a 
trolley pole for lighting, and presented a peculiar sight rocking along with pole up 
behind a snorting Forney steamer, as if the whole affair were trying to use every form 
of power it could get to keep moving.) By 1907 the GF&OD was carrying 1.6 million 
passengers a year, with the number steadily growing. 


The on-line communities began to grow and prosper, too. By 1911 McLean had 
grown enough to warrant its own post office, with mail brought in by the Old Dominion 
cars. A string of little settlements sprang up between McLean and Rosslyn, and the 
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Former New York elevated locomotives plied the GF&OD during its early 
days. (Above) Powered by one of the small steamers, an equally 
diminutive GF&OD freight stops at Cherrydale about 1908. (J. F. Burns 
collection) (Below) Engine 169 sits at Rosslyn about 1910. (LeRoy O. King 
collection) 


railway acquired increasing numbers of the most volatile commodity known to trans- 
portation -- commuters. More cars were badly needed, and in 1911 the company 
bought four more electric coaches. (To keep the roster diverse, these came from 
still another maker, the Jewett Car Co. of Newark, Ohio). This group of cars seemed 
jinxed from the start -- on their first day in operation, two of them ran head-on into 
each other, completely demolishing one and badly damaging the other. The demolished 
car, by the way, coincidentally carried the number 13. 


On busy summer weekends, Great Falls passengers sometimes rode these 
old Manhattan elevated coaches behind the little steamers shown on p. 14, 
The view is in Rosslyn about 1907. (LeRoy King collection) 


Car 15 was a rugged Jewett built in 1911 for the GF&OD, and provided 
jack-of-all trades services carrying passengers and pulling freight on both 
divisions. (George Votava photo) 


The Great Falls cars crossed the Potomac on the Aqueduct Bridge, shown 
about 1910. Rosslyn, Va., is on the far side, Georgetown and the old C&O 
Canal on the left. (LeRoy O. King collection) 
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Southern Railway lines in northern Virginia in 1911, The Bluemont branch 
is at the top. 


IV. THE WASHINGTON & OLD DOMINION IS HATCHED 
Agi - 1912 


The Great Falls & Old Dominion's bustle was quickly reflected in its finances. 
Gross income rose about 30% between 1907 and 1910, while net profits soared 400% in 
the same period. (To be sure, the amounts involved were relatively modest -- froma 
gross of $102,000 in 1910, the road returned $15, 500 to its two owners -- and it is 
doubtful that much heed was paid to depreciation) And as their Great Falls operation 
prospered, a warm and expansive glow apparently overcame McLean and Elkins. En- 
raptured by the prospects of a larger electric railway system, they looked around the 
immediate area for new directions to push the GF &OD. 


The logical candidate was the Southern's Bluemont Branch, the dowdy aftermath 
of Alexandria's onetime romance with western commerce. The steam road seemed to 
complement the GF&OD fairly well. Although it was unconcerned and unconnected with 
the GF&OD, it ran roughly parallel to the electric line and had a far more extensive 
reach. Its 54-mile route served many small towns with large promise, and its Blue 
Ridge excursion traffic appeared to fit well with the more rough-and-tumble Great Falls 
Park business. 


There were a few problems, of course. But what if the Bluemont line did not 
join the GF&OD at any point ? No problem -- they would simply build a connecting line 
between the two, which were about three miles apart at their closest point. What if it 
was just a typical undistinguished branch line with a marginal financial record? By 
electrifying the Bluemont Branch and utilizing the GF&OD tracks and Georgetown 
terminal, it could be brought to its full potential as a suburban and excursion carrier. 
Already the tendrils of other suburban trolley lines were reaching into the branch's 
territory and beginning to build up such spots as Falls Church, Dunn Loring, and 
Vienna. A combined GF &OD-Bluemont Branch system would form a relatively high- 
speed suburban net in the promising area of western Alexandria County (now Arlington) 
and eastern Fairfax. All told, McLean and Elkins thought they could create a thriving 
operation out of the two roads -- and at a bargain price, since comparatively little new 
construction would be needed. 


Things got off to a bad start. On January 6, 1911, Senator Elkins died in 
Washington after returning from a holiday trip to his home in West Virginia. Elkins' 
interests in the railway passed to his family, largely to his son Davis Elkins, who came 
to Washington to fill out his father's term in the Senate. Thus the new system took 
shape with a dead man as part owner -- hardly an auspicious beginning for any enter- 
prise. 


But McLean kept moving. The Southern Railway was willing to talk business, 
and negotiations for the Bluemont line began in 1911. Like many good promoters, 
McLean kept his own capital to a minimum by resorting to that hardy old financial 
stratagem, the long-term lease. Unfortunately, however, it proved to be a stiff one. 
A 50-year contract was signed, calling for graduated rentals ranging from a minimum 
of $45,000 a year up to $60, 000. 


Next, McLean and the Elkins heirs gave the GF&OD a new name, more appro- 
priate to its expanded scope. On May 2, 1911, they organized the Washington & Old 
Dominion Railway, which was designed as a corporate bag containing the former Great 
Falls & Old Dominion, the leaged branch from Alexandria to Bluemont, and the 3-mile 
connecting link to be built between the two. Like the GF&OD before, the Washington & 
Old Dominion was wholly held by the two family groups, who owned all its securities 
and were personally responsible for its debts -- a situation somewhat unusual in rail- 
way finance and one that stood to cause trouble some day. 


Under the terms of the agreement with the Southern, the W&OD was to take over 
all Bluemont Branch service on July 1, 1912, ready or not. Engineers and construction 
crews scurried to make things ready -- electric wires were strung over the tracks 
while Southern trains chuffed about on their regular business underneath. Dirt flew on 
the new connecting line, and contract given to Westinghouse and the Southern Car 
Company for electrical fixtures and rolling stock. 
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W&OD Plant and Equipment 


The property that took shape in 1912 was Virginia's largest interurban system -- 
72 route miles altogether, 17 of which were double-tracked -- and was one of the 
country's last large projects of its type. And it had breeding too: with the acquisition 
of the Bluemont Branch, the W&OD could trace its family tree back to 1847, something 
that few other members of the johnny-come-lately interburban industry could do. 


The Georgetown terminal and the almost-adjacent Rosslyn shop and power house 
were the system's main focus of operations. From here, the main line went generally 
west over the original GF &OD facilities for a mile and a half to a spot called Thrifton, 
and diverged. At Thrifton, the original GF&OD tracks (now called the Great Falls 
Division) continued west and the new double-track connection turned south to meet the 
old steam line. On the way, it crossed the competing Washington- Virginia Railway -- 
a suburban system to Falls Church, Vienna, and Fairfax Court House -- on a long wood 
trestle at Lacey. The connecting line came onto the Bluemont Branch in a woodsy gully 
about two miles east of its Falls Church station. 


At Bluemont Junction, as the spot was appropriately (if prosaically) christened, 
W&OD trains turned west again toward the mountains. The section of the old steam 
main line from Alexandria and Potomac Yard up the hill to Bluemont Junction was rele- 
gated to secondary status, useful largely as the W&OD's carload freight outlet to the 
big roads in the Alexandria area. From Georgetown all the way to Bluemont was 
52.1 miles; Georgetown to Great Falls was 14.2 miles, and from Bluemont Junction to 
the old Loudoun & Hampshire station in Alexandria was 7.2 miles including a one-mile 
section in Alexandria which the Southern kept full title to. 


The Washington & Old Dominion's physical form showed its conglomerate parent- 
age. The Great Falls division rolled and rollicked, as it always had. Its freight sidings 
were few and its passenger stations largely rudimentary. But the Bluemont line was a 
different sort of animal. Like most steam roads, it was laid out with gradual grades 
(one and a half percent was the maximum) and gentle curves. It was every inch an early- 
century secondary line: single track (wholly innocent of signals), 60-pound rail, light 
iron bridges and wood trestles, and homey frame stations dating to the 1880's and 
1890's. For the most part, the Bluemont line passed through a succession of small 
farming towns, and the right-of-way was sparsely dotted with grain mills, cattle pens, 
and rural supply companies. 


Rolling stock was even more diverse. The W&OD inherited the Great Falls & 
Old Dominion's roster, which by 1912 was quite a varied assortment of odds and ends: 
seven electric coaches, one combine, three multiple-unit cars (the remnants of the ill- 
fated Jewett order), a double-truck city car, an express motor, and an 1892-model 
single-truck city car bought from the WR&E Co. in 1909. Also on the property but of 
uncertain usefulness were the three Forney steamers, some leftover 'el' coaches (at 
least two had been converted for work and freight chores) and an unsuccessful electric 
conversion of one of the elevated cars. 


To outfit the Bluemont division the company started from scratch with an order 
for a matched set of cars more suited for cross-country train operation. There were 
18 units all told, all turned out by the Southern Car Company: 4 combines, 6 coaches, 
6 trailer coaches, and 2 wood express motors. All had multiple-unit equipment and 
were designed to be run together in any combination. The combines and coaches came 
complete with train doors, toilets, and leather seats. These utilitarian but handsome 
cars were meant to form the backbone of Bluemont service, as indeed they did -- they 
were the first, last, and (with only occasional exceptions ) the only electric passenger 
equipment to run on the line. Their specifications reflected the character of the 
division -- they were lightweight (less than 30 tons) and designed for leisurely 
schedules with varied local jobs rather than breathtaking speed. The four combines 
had provision for working mail as well as baggage, and were geared for lugging passen- 
ger trailers, milk cars, or whatever else the company felt like tying on. The six 
trailer coaches were similar to the motor units but shorter, slightly more spartan 
(rattan seats and only one toilet) and sported open platforms in place of closed vestibules. 


Frugal from the start, W&OD's planners stopped short of complete electrification. 
Rather than invest in extra generating capacity and electric locomotives, the company 
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This odd bird and an identical twin were built in 1912 for package express 
service between Rosslyn and Bluemont, and often ran in passenger trains. 
Motor 300 is shown here at the Rosslyn freight station about 1920. (W&OD photo) 


Sparse was the word for much of W&OD's territory. Just east of Bluemont 
a two-car train stops in a field to drop off a farmer back from a visit to 
town. (John J. Bowman, Jr. photo) 


decided to leave the Bluemont division's carload freight runs in the hands of steam 
power for a while. Wires were not even put up on the low-density Alexandria-Bluemont 
Junction appendage for several years. Along with its interurban equipment, the Old 
Dominion bought two new low-slung Consolidations from the Baldwin Locomotive Works 
to handle freight, work trains, and the Alexandria-Bluemont Junction passenger shuttles. 


Electrical fixtures followed orthodox interurban practice of the time. The W&OD 
stuck with the old GF&OD 650-volt system even though by 1912 it had been made 
partially obselete by newer 1200-volt installations. Catenary was used on the Bluemont 
division, and brick substation structures housing Westinghouse 300 kw converters were 
put up alongside the wood depots at Round Hill, Leesburg, Herndon, and Bluemont 
Junction. A fifth substation boosted power on the Great Falls division at Spring Hill, 
and the road purchased a portable substation which could be trotted around the eastern 
end of the system to even out overloads. 


The W&OD Begins Life 


From the beginning, things started going amiss. Opening day arrived but the 
W&OD's new cars had not -- nor was electrification work on the Bluemont division 
finished. Nevertheless, on July 1, 1912 the company lurched off to a start, using any- 
thing at hand. For the first month or so Bluemont service was much the same as it 
always had been, only more confused.. As a stopgap, rented Southern engines and cars 
continued running on the old timetable, and trolley equipment was shuttled between 
Georgetown and Bluemont Junction where passengers transferred to the steam trains. 
As the new interurban cars began to filter in, they replaced the Southern coaches but 
still had to be hauled behind steam over most of the trip to Bluemont. By October 6 
electrification was finished as far as Leesburg, and in the closing days of the year the 
power was finally switched on all the way to Bluemont. 


Once operations were untangled, the Washington & Old Dominion set up opti- 
mistic Bluemont division schedules calling for 14 round trips over the line -- 4 trips to 
Herndon, 5 to Leesburg, and 5 all the way to Bluemont, more than double the service 
ever provided by the Southern. In addition, 13 local runs filled in over the five miles 
between Washington and Bluemont Junction, and 6 steam-hauled shuttles ran each way 
from Bluemont Junction through the winding Four Mile Run valley to the Fairfax Street 
station at Alexandria. 


But by the end of 1913, the first flush of enthusiasm had worn off: Bluemont 
division service was trimmed back to 10 trains each way -- 4 to Leesburg and 6 to 
Bluemont -- with 12 Bluemont Junction locals and 5 Alexandria shuttles. The 
Washington- Leesburg-Bluemont trains consisted of anywhere from one to four cars, 
and managed a 20 m.p.h. average speed. A ride to Bluemont took anywhere from two 
to two and a half hours depending on the class of train. 


Freight service was much more minimal, although considerably greater than the 
average interurban. Two crews a day were usually enough to handle carload and l.c.1. 
business in the earlier years. Usually one of the Baldwin Consolidations was dis- 
patched from Alexandria Junction with interchange freight for the stations along the way 
to Bluemont, while an electric motor ran from Rosslyn in an erratic circuit along the 
Great Falls and Bluemont divisions filling in where needed. Occupying a nether-land 
between freight and passenger service was the daily milk run -- usually an express 
motor, an electric combine, and an old wooden RF&P baggage car or a box car -- 
which left Bluemont at dawn to pick up the Washington-bound cans at each station, road 
crossing, and cow-path along the way. Early in the evening it returned the empties for 
the next day's business. 


Scheduling on the Great Falls division varied much more widely and wjldly than 
the sedate and consistent Bluemont line. During the winter months, for instance, about 
44 round trips were usually run during the weekdays -- 4 to Cherrydale, 5 to 
Vanderwerken, 10 to McLean, and 25 to Great Falls. On Saturday nights extras appear- 
ed to handle theatergoers and miscellaneous roisterers. Summers -- especially July 
and August -- were another story. Official timetables showed 56 trains each way, with 
40 running through to Great Falls and a 10-minute headway of trains as far as 
Cherrydale. 
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Steam power shared the tracks with electric cars between 1912 and 1919. 
W&OD bought two of these lightweight Consolidations from Baldwin in 1912 
for freight and miscellaneous work. (H.L. Broadbelt collection) 


Also bought in 1912 were six open-end trailers designed to handle overflow 
and excursion traffic. (Bruce Fales photo) 


But in the Old Dominion's case, timetables never told the full story. The 
company developed a quaint habit of changing things on the spur of the moment, and 
many trains were noted in early W&OD timetables as "',. not guaranteed in any case, 
and the service is advertised with the distinct understanding that such trains will be 
operated only when practicable. '' Commuters were warned that ''any 'rush hour! car 
or train scheduled herein which proves unnecessary to accommodate the travel may be 
varied or discontinued without notice. '' On the other hand, several regular runs 
operated on both divisions which never appeared in a public timetable. Weekends and 
special events also brought out unadvertised extras, and published schedules often went 
out the window. 


Thus the new Washington & Old Dominion presented as peculiar interurban 
operation as one could find anywhere. In its early years it was possible to see steam 
and electric rolling stock of all descriptions dodging one another. And embraced within 
the small system were both extremes of railroading: the one and a half miles of double 
track between Rosslyn and Thrifton must surely have been one of the country's hottest 
pieces of interurban trackage with over 150 daily scheduled trains, while the heavily 
wooded Alexandria branch echoed steam whistles from the once-a-day wayfreight and 
infrequent one-car passenger trains. Traditional train order boards regulated traffic 
over 52 miles of the railway, and water tanks still stood next to the electric wires at 
Vienna, Leesburg, and Bluemont. 


During the Old Dominion's early years, Great Falls was unquestionably its 
greatest passenger asset, and the railway did its best to be sure that no Washingtonian 
was unaware of the Park's beauties. Some anonymous early-century flack produced 
this ecstatic eulogy for a 1913 timetable -- and although his superlatives flow faster 
than the Falls themselves, they nonetheless preserve the flavor of the Park, the rail- 
way, and the era, before the time of autos, movies or television: 


GREAT FALLS OF THE POTOMAC, the Niagara of the South, 
great by nature and historical connection, while not equalling 
Niagara in magnitude, surpasses it in beauty. Visitors 
travelling in the excellent cars of the Washington & Old Dominion 
Railway hear the roar and rumble of the Falls long before they 
are reached. On arriving at the station they pass through a 
magnificent grove of forest trees and emerge on a high platform 
built below the Falls; where suddenly the grandest view 
imagination can picture is spread out before their vision. They 
first behold the rapids where the water tosses and tumbles over 
mammoth boulders and jagged rocks, which from their enormous 
size at different places, change the course of the water, causing 
it to run in zig-zag courses which increases its wildness and 
fury, and seems to be dashing in every direction. It then rushes 
over sheer precipices, forming three great waterfalls of 
majestic beauty.....thence passing down through a narrow gorge 
with perpendicular walls of granite, for about one mile, when it 
spreads out into one vast, placid expanse. On the other side of 
the river, there is a low mountain range studded with gigantic 
forest trees. The entire scene presents a panoramic view of 
wild and rugged nature unsurpassed by any on earth, and it is 
utterly impossible to adequately describe the beauty and 
grandeur of that scene. 


In Spring, Summer and Autumn, there are band concerts and 
various amusements. The finest meals are served at the Inn 
located in the Park..... 


Great Falls presents from a hundred different views a new 
surprise of enchanting scenery that makes the hours spent in 
its vicinity pass all too rapidly. 


The Falls were beautiful, and the suburban developments along the way were also 
pleasant. But getting back and forth was sometimes rugged. As the Old Dominion 
started life, it just seemed impossible to get organized and do anything right. 
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Old Dominion cars line up at the south end of the Aqueduct Bridge about 1920. 
Note the extra trolley pole on combine 44, used for two-wire operation over 
the bridge, (W&OD photo) 


Trains pass at Bluemont Junction. Here the new W&OD line to Rosslyn and 
Georgetown joined the old steam road to Bluemont (the tracks on the left 
in this picture), (R.S. Crockett photo) 


V. THE TURBULENT ' TEENS 


1913 = 1920 


John R. McLean's magic business touch got him nowhere with the Washington & 
Old Dominion. In its first full year of operation the company lost something over 
$107,000, and followed this up in 1914 with an even larger deficit. Paradoxically, 
business was fine -- too good, in fact. Soon the rigors of running a railway with too 
much traffic but too little money or organization showed everywhere. 


In short, colorful chaos characterized the Old Dominion's first decade of cor- 
porate life. Having inherited two going businesses from the GF&OD and the Southern, 
the new company was off to a running start -- often, it seemed, running in all directions 
at once. 


Physical plant was one problem. By 1913 the Great Falls division was truly 
staggering under its growing load of commuters and Park-goers. There had been few 
physical improvements since the GF&OD was opened in 1906. The Georgetown passen- 
ger terminal -- now serving all the Bluemont division trains as well -- was small and 
nightmarishly difficult to operate in and out of. Its track layout consisted of only two 
short stub tracks situated at the end of a sharp reverse curve -- hardly conducive to 
capacity operations under the best circumstances. Bounded by a retaining wall on one 
side and a street on the other, neither station nor tracks could be extended in any 
direction. Furthermore, the terminal sat at the end of a long stretch of single track 
across the narrow old Aqueduct Bridge. Train operation over the bridge was both im- 
practical and illegal, anda D.C. ordnance prohibited cars from running less than 
300 feet apart. (The city was duly concerned about the consequences of a collision on 
the precarious outrigger track structure over the river). As a result, the job of getting 
the company's 150-odd daily trains in and out of Georgetown was much like attempting 
to control the Dodgems at an amusement park. 


Equipment capacity was similarly restricted. Great Falls runs were still 
handled largely by the original GF&OD fleet, which were relatively small and not de- 
signed for train operation. The line was too hilly to haul trailer coaches, and station 
platforms could accommodate only two cars, meaning that usually everyone jammed 
into one car. Often the company couldn't find enough operable equipment anyway. Its 
only repair shop was the original GF&OD facility at Rosslyn, originally designed to 
service a roster of ten cars and now vainly trying to cope with 30 assorted cars and 
freight motors. 


Compounding the confusion was a remarkably loose-jointed and casual operating 
organization. In 1914, for example, one company official felt obliged to complain ina 
formal memorandum to the General Manager that: 


"...a great many employees of this road, who are not competent to operate 
cars and have never been instructed in this matter are frequently seen 
running cars, apparently for the fun of it. If it is desired to bring a sense 
of responsibility among the regular motormen it will be necessary to stop 
this playing with equipment by irresponsible men who are not amenable to 
discipline and are not criticized for failure to conform to the rules of 
operation... The fact that these men are not in uniform gives passengers 
the impression that we allow any friend of the motorman to run the cars 
while he takes a rest." 


And the trainmen themselves were often equally slack. The makeup of train 
crews tended toward happy-go-lucky youths, plus a few itinerant railroaders witha 
penchant for strong spirits. One rider recalls that overexuberant young motormen 
would sometimes pass up waiting passengers because "'they had a good speed up and 
just didn't want to slow down". 


The W&OD's predilection for do-as-you-please operations was especially hard 
on the rolling stock. Collisions were a constant fact of life, and almost every car on 
the roster was involved in at least one smashup. At one point as many as eight 
damaged cars were accumulated outside the struggling Rosslyn shop awaiting repair -- 
a circumstance that materially added to the scheduling confusion. The accidents took 
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Electric wires or no, the W&OD was always really a rural steam railroad. 
A two-car train pauses at Purcellville amid typical branch-line surroundings. 
(G. F. Cunningham photo) 


ee DOMINIO 


Obviously once a boxcar, locomotive 25 was built by the W&OD in 1918 to 
replace steam power on Bluemont freight runs, (Bruce Fales photo) 


many forms, but invariably had one common denominator: a carefree crew with its 
own ideas on where, when, and how to proceed. 


The demise of car 8 was a fairly typical case in point. Early one Fall morning 
in 1912, cars 8 and 15 were dispatched from the Rosslyn yard to pick up inbound 
Washington commuters on the Great Falls line. Car 15 was scheduled to leave first and 
run to Great Falls. With 15 safely ahead, 8 was then to follow as far as Vanderwerken 
crossover -- four miles outside Rosslyn -- where it would turn back and return to 
Georgetown with more commuters. But the running orders apparently were an affront 
to the individuality of 8's crew, which went humming out of Rosslyn ahead of 15. Ina 
sporting mood, 15's crew sped out behind. Reaching Vanderwerken, 8 stopped on the 
main line to change trolley poles -- and 15 caught up. Careening down a long grade, it 
met 8 head-on with a resounding crunch. The result: 8 was converted to kindling wood 
and 15 went to Rosslyn for a new front end. 


Casual (and power-short) dispatchers also would often appropriate passenger 
cars for freight hauling -- with equally distressing results. Car 12, one of the rugged 
1911-model Jewetts, was a favorite for this work and suffered a variety of indignities 
in the process. Lackadaisical crews sometimes built fires on the car floor to keep 
warm. One day in 1918 it was assigned to a wayfreight and was switching at the Trap 
Rock quarry near Leesburg, when it too got its nose banged. On this occasion its crew | 
was attempting to shuffle some loaded stone cars on a downgrade, without bothering to 4 
cut in airbrakes on anything but the light wood passenger car. With the weight and 
momentum of five heavy freight cars pushing it, 12 was unceremoniously impaled on | 
the end of a steel gondola -- leaving a red-faced crew glumly looking over a battered 
green car. Two years later, the unlucky 12 was knocked off its center pins at Barcroft 
when its motorman tried to stop fast on a downgrade with 7 loaded cars and 3 empties 
in tow. 


Scheduling tended to be erratic and arbitrary, too. Regular trains were annulled, 
terminals changed, or extras run with scant attention to public notice. The company's 
financial troubles helped aggravate its already fitful service. Panicked by large losses 
in 1912 and 1913, the company cut Great Falls schedules by 30% early in 1914 -- a time 
when traffic was, if anything, ballooning. The chronic crowding hit new peaks as 
commuters and excursionists tried to jam onto the remaining trains, and complaints 
flooded into every regulatory agency in sight. In 1916, one despairing Cherrydale 
resident wrote the ICC that he had waited 40 minutes for an inbound rush hour train, 
only to watch it whiz by him with "people not only hanging to the steps but standing on 
the coupling of the car.'' Another commuter counted 300 people crammed into the little 
Georgetown terminal at 5:00 one afternoon in 1915, and noted that cars were leaving so 
crowded that the motormen were barely able to operate them. Things were about the 
same in 1918 when a woman war worker with a gift for rhetoric described her outing to 
Great Falls to a local newspaper: 


"The Great Falls car hove in sight and men and women braced 
themselves as if for battle. I looked about for someone in uniform 
to handle the prospective belligerents. There was no one and the . 
melee developed into a free-for-all fight. Men and women fought . 
tooth and nail to enter the car; no quarter was asked or given on 
account of sex....I have lived in New York and seen subway con- 
gestion during rush hours and the crowds at the Brooklyn Bridge, 
but for sheer brutal disorder I have never seen anything like the 
business at 36th and M Streets in Washington. "' 


During summer weekends, Great Falls Park traffic was so great that the inter- 
mediate communities along the line literally went without any service as the overloaded 
cars groaned by way stations unable to sandwich in another soul. As the ultimate 
insult, the Alexandria County Board of Health officially accused the Great Falls cars of 
being influenza breeders. 


Congestion was no less a problem on the Bluemont division, although this 
section had its own twists. The single track line was run entirely by timetable, train 
order, and manual block,with Morse Code telegraph communication. Heavy traffic days 
brought heroic tangles as trains tried to keep out of one another's way. In addition to 
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W&OD's penchant for peculiar freight power reached its zenith in home-made 
motor 26, shown here shortly after its construction in 1919. (W&OD photo) 


Amid pastoral surroundings, eastbound combine 44 waits on the main line 
at Ashburn for car 72 to take the siding. (G. F. Cunningham photo) 


the 14 regularly scheduled passenger and milk runs, many trains ran in two or three 
sections, sometimes with extras thrown in too. And, of course, there was usually at 
least one freight crew -- sometimes two or even three -- trying to switch cars, unload 
l.c.l., load cattle, and make headway over the road. 


Crews and dispatchers alike could get hopelessly muddled in the hectic maze. 
One November afternoon in 1919, for instance, the crew of an eastbound combine forgot 
its place in the lineup, and sat in a siding for a nonexistent meet. In the short space of 
half an hour, seven other trains were tied up. In his official report, the Trainmaster 
in charge could only conclude sympathetically ''...I think on account of trains losing 
rights, and so many trains displaying signals, and general mixup, that this crew was 
completely lost," 


Perhaps the hardest hit in this jumble were the hapless freight crews, who often 
spent 15 or 16 hours on the 52-mile line and were still unable to complete their runs. 
Commonly they would simply camp out inside their freight motors until morning -- bad 
enough in itself, but in addition an economy-conscious General Manager decreed that 
the electric power be switched off at night, and on cold winter mornings the shivering 
men would wake to find icicles dangling inside their wooden freight locomotive. 


Milk-shipping farmers had their own unique problems. Not only was the morning 
milk train sometimes late into Washington, causing some spoilage and loss of markets, 
but the train's enterprising crew had developed a special brand of larceny. Equipped 
with their own butter churner, the men would pilfer milk cans, convert the contents, and 
sell the butter themselves between runs. The telltale empty cans were pitched from the 
train as it trundled over the high (and remote) Goose Creek trestle east of Leesburg. 


The crush of passenger business brought with it problems with unruly patrons, 
which were sometimes solved in a delightfully direct fashion. The Falls division, with 
its heavy excursion traffic, was particularly plagued, and in response took on some of 
the flavor of a Wells Fargo stagecoach. Mr. John Burns, an oldtime rider, recollects 
that ''as kids we were quite aware of the shoulder holsters the conductors wore under 
their coats, and thought the Capital Traction conductors real panty-waists with no 
pistols -- quite as though they'd left their punches or changeholders at home." 
Continues Mr. Burns: 


I recall one occurrence about 1920 or '21 on the famous ''3:15", 
which was loaded with school children and consequently avoided by 
respectable, peace-loving people. When the car reached 
Maplewood station, there was a scuffle of some kind at the back 
of the car, which at first attracted little attention. However, a 
man drew a long knife on conductor Dawson, a large and somewhat 
somber older man. The fracas had moved outside before many of 
us were aware of it, and conductor Dawson had then drawn his 
revolver. After two or three turns around the station in a '!peek- 
a-boo-I-see-you"' routine, the fellow saw a clear chance and took P 
off up Lee Highway with legs a-flying while Dawson took his 
position in the middle of the road, taking carefully aimed shots at 
the fleeing figure. I saw the man on the car a few days later. He 
had a large bandage on one cheek, suggesting that one bullet had 
at least grazed, if not passed through his cheek, 


But gun-toting crews did not always keep their firearms around to subdue 
obstreperous customers -- Old Dominion men were sportsmen too. In 1916, for in- 
stance, nighttime passengers on Great Falls cars were startied by a motorman who 
carried a shotgun, taking pot shots through the open front window at rabbits which jump- 
ed out of the brush into the headlight beam. 


If operations were sometimes erratic, high-level management was worse. 
John R. McLean died of cancer in 1916, leaving the railway virtually rudderless. With 
both McLean and Elkins gone, the company had no real owners. Direction rested in the 
hands of a group of heirs and lawyers representing the estates of the two men. (At the 
time, W&OD control was split about 60% - 40% between the two families, with the 
McLean group still holding the majority.) The company's financial performance was 
still extremely unpromising. As it rapidly became apparent, the cost of leasing and 
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In the shadow of the Blue Ridge, a two-car train for Washington makes 
ready to leave Bluemont. (John Bowman, Jr. photo) 


The height of luxury on the W&OD was the parlor car "Blue Ridge", a 
rebuilt trailer coach fitted out in secondhand finery from the Lehigh Valley 
Transit Co, It ran to Bluemont until 1932. (Howard E, Johnston photo) 
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electrifying the system had not been worth it -- high rentals, fixed charges, and 
haphazard operations had produced large losses every year since 1912. Under the 
original agreements, McLean and Elkins -- or their heirs -- were obligated to make up 
these deficits from their own pockets. And needless to say, neither group of heirs 
relished the idea of paying for their fathers' sins by personally supporting the trouble- 
some railway. 


With the absentee estate administrators anxious to reduce the cash outflow, 
money for badly-needed equipment improvements was not forthcoming. In retrospect, 
this pinchpenny policy may have been wise in view of the disastrous events of the late 
'20's and '30's, but for the moment it meant woe for the W&OD. Maintenance was re- 
duced severely; nothing was done with the light, worn rail, rotting ties, and loose 
joints inherited from the Southern. The electric distribution system, overtaxed by 
heavy train operations and undernourished by improvement funds, repeatedly broke down. 
Nighttime trains were sometimes run without working headlights or interior lighting. 
Shop forces were cut to the point where it was almost impossible to keep enough rolling 
stock running -- early in 1919, for example, over half the road's roster of motor cars 
were waiting at the Rosslyn barn for repairs of one sort or another. 


The upshot of this accumulated chaos was an extended series of lawsuits and 
hearings before the Virginia Corporation Commission -- the state agency which suppos- 
edly had control over the errant railway -- which ran intermittently from about 1918 to 
1922. After an initial investigation in 1918, the Commission concluded that ''because 
of insufficient labor and material, insufficient equipment and inadequate motive power, 
the Washington & Old Dominion Railway does not and, under existing conditions cannot 
give the public a reasonably safe, adequate, and dependable service.'' The company 
was severely chastised and ordered to rehabilitate its track, expand rolling stock, beef 
up its generating facilities, and observe the rudiments of state law regarding lights at 
night. 


Old Dominion management's reaction was the essence of simplicity: it did 
nothing. For the next three years the exasperated Commission listened to more com- 
plaints, issued more orders, and levied fines for noncompliance -- all of which were 
just as consistently ignored. 


Internally the company did some seething too. Like most short lines of the 
period, the company viewed unionization as roughly equivalent to a visitation of the 
Black Plague. As a result it suffered a serious strike in 1916, and met the problem 
simply by ignoring it. Trains were kept running amid recriminations, rioting, and 
injunctions. Eventually, the strike was quashed, but the trouble did not end. A sub- 
sequent organizing attempt and strike by the Brotherhood of Railway Trainmen in 1920 
was similarly stifled when the company promptly fired all the union members and won 
its case in court -- again amid some violence and destruction. 


But there was a more halcyon side too. If the trips were sometimes rigorous, 
they were also cheap. In 1914 one could buy a Sunday excursion ticket to Bluemont and 
back for $100 -- over 100 miles of train travel. And by paying another dollar, passen- 
gers could take a four-hour auto tour of the Blue Ridge. For thriftier souls, there was 
the round trip to Great Falls for only 35¢. And despite the vociferous complaints and 
occasionally erratic operations, over two million people a year rode the Old Dominion 
cars, without death, serious injury, or -- in most cases -- major inconvenience. 


Some steps were made toward improving the property where great sums were 
not involved. By 1916 the company finally got around to completing the electrification 
job by stringing catenary over the 7-mile Alexandria branch. Two years later it start- 
ed the job of replacing the two steamers which were still hauling freight over the 
Bluemont line. 


Always adept at making do with what it had, the W&OD's Rosslyn shop cobbled 
up its own electric freight power out of bits and pieces of damaged passenger cars and 
boxcars. During 1918 and 1919, two "new" freight motors emerged from the old GF&OD 
carbarn to begin work. The first -- motor 25 -- was plain and purposeful, a stark 
rectangular design which clearly betrayed its boxcar parentage. It sat on trucks taken 
from a demolished GF&OD coach, and with four motors it could put out about 250 h.p. 
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Train time. A pair of Bluemont youngsters meet the afternoon Old Dominion 
train which has just brought in their new bike in this classic scene of 
country railroading. (E.E. Edwards photo) 


The Old Dominion's pride and joy -- Rosslyn terminal. The station was 
opened in 1923 when the railway vacated the old Aqueduct Bridge and gave 
up its Georgetown terminal. (W&OD photo) 


Its mate, motor 26, appeared in 1919 but was definitely a workhorse of another color. | 
In contrast to 25's plain lines, 26 ranked high in interurban oddities. It was the 

mechanical equivalent of a mermaid -- square in the center, with a curved roof on each } 
end, open front platforms, and four portholes on each side. Like 25, its body came ti 
from a banged-up boxcar and its trucks and motors from a wrecked former GF&OD car -- 
very probably the unfortunate 8 mentioned earlier. 


Neither locomotive could be classed as a heavy tonnage hauler -- 25 was good 
for only 225 net tons and 26 could take 250 -- but they both served long and well in any 
kind of job the railway could throw at them. When they appeared, the Old Dominion 
put out the fires on its two Consolidations, took down the water tanks, and finally be- 
came an all-electric railroad. The steamers were boarded up and shipped off the 
property late in 1919, reputedly to South America. 


Parlor car service also got an erratic try. Between 1919 and about 1922, first- 
class passengers could usually ride a parlor car to Bluemont in the morning or return 
in it to Washington early in the afternoon. Of course, in traditional W&OD style, the 
parlor schedules varied at random, and nowhere in the company's public timetables 
could one even find mention of the car's existence. 


As the 1920's approached, deficits continued unabated, but business was still on 
the rise. In 1919 the Old Dominion posted its highest gross income yet -- $660, 921 -- 
a heartening improvement over the $425, 948 it had taken in during its first full year of 
life in 1913. The outlook seemed moderately encouraging, and perhaps the second 
decade would be a happier one -- at least relatively speaking. 
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Combine 44 plows through the underbrush at Thrifton with mail and express 
for stations along the Bluemont line. (G, F. Cunningham photo) | 


Ready to receive passengers, mail, and express for Bluemont, combine 43 
and mail car 44 stand at Rosslyn terminal early in 1939. (R.S. Crockett photo) 


VI. THE NOT-SO-ROARING TWENTIES 
1920 - 1930 12389CG 


By 1920, the Old Dominion's wildest and wooliest years were more or less 
behind it. Pressure from passengers and the Virginia Corporation Commission had its 
effect, and the railway began to take on at least a surface veneer of organization. Some 
property improvements were made and schedules became more predictable. 


Unfortunately, much of the new orderliness stemmed from a sudden decline in 
riders, which cleared away a large amount of overcrowding. From well over two 
million passengers carried in 1919, traffic nosedived to 1.3 million in 1921 and only 
886,000 by 1926. Again the Great Falls division was the major culprit -- the end of 
the World War had brought changes in amusement tastes, and trolley rides to park 
picnics were not quite the same pleasure they were ina simpler era. Model T's appear- 
ed on the farm roads, too, and fewer and fewer excursionists went to the Blue Ridge by 
train. 


One immediate result was a further curtailment of the over-optimistic Bluemont 
division schedules. As early as 1918, runs were pruned from 10 down to 6 round trips 
a day, and by 1923 parlor car service was forgotten -- for the moment, at least. 


But otherwise, W&OD trains and schedules gave a superficial air of prosperity, 
and even a bit of flair. In late 1921 the company put on extra trains running every half 
hour from Washington to Cherrydale to placate commuters and shoppers on the system's 
most congested section. The flair came in 1920 when the first honest-to-goodness 
limited service was started -- a fast (by Old Dominion standards) commuter run 
between Washington and Leesburg. As usual, the new train began quietly, with no 
notice in any public timetable. Running as an unadvertised advance section of regular 
trains, the service immediately caught on and became a permanent fixture with a semi- 
official name: the ''Washington- Leesburg Limited". The ''Limited"' was the line's 
pride, and conductors were even ordered to disdain most annual passes. Stopping only 
at such major points as Falls Church, Vienna, and Herndon, it could manage a brisk 
26 m.p.h. average speed -- at least 4 miles faster than anything else on the road. By 
1924 the "Limited" was finally officially recognized in timetables and renamed the 
"Loudoun Limited", bearing the super-special train numbers 600 and 700. 


In what turned out to be the railway's last grand gesture, the ''Loudoun Limited"! 
was further spruced up to be as close as the interurban could to a true main-line limit- 
ed. In 1928 one of the 1912-model open-end trailer coaches was rolled into the Rosslyn 
shop and refitted with secondhand parlor seats. It emerged with a new name -- "Blue 
Ridge" -- and a white-jacketed porter, and was tacked on the rear of the ''Limited". 

In 1931 the "Limited's" run was extended to Bluemont and the train was put on a two- 
hour schedule for the 52-mile run -- the fastest in W&OD history. 


Equipment was augmented in a modest way. A home-made portable substation 
was slapped together in 1920 to give a much-needed boost to the power supply. Great 
Falls passengers got some "new"! cars in 1923 when the Old Dominion picked up three 
secondhand steel trailers from the neighboring Washington- Virginia Railway and 
motorized them. These 1918-model Brills took over the brunt of Falls line schedules 
from the aging GF&OD roster, by now sadly depleted by wrecks and strike violence. 
Freight operations were given some real muscle with the addition of two new 50-ton 
400 h.p. Baldwin-Westinghouse steel steeple-cab locomotives. In contrast to the home- 
grown motors 25 and 26, these were models of orthodoxy -- typical of the 1920-era 
"rubber stamp" design, they were plain, practical little creatures capable of hard work 
and bloodcurdling overloads. In normal operations they hauled 400 net tons over the 
Old Dominion's rolling profile, about two-thirds more than the two wood motors. 


But unlike most of its fellow interurban lines, the Old Dominion kept a tight fist 
and shunned any further gestures to modernization. By the mid-1920's its old passen- 
ger fleet was more than adequate to handle the business and little thought was given to 
buying new cars, 
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Action on the Old Dominion: a westbound train for Bluemont climbs the 
long grade outside Rosslyn. (R.S. Crockett photo ) 


May, 1935, was not a merry month for the Great Falls division, Just west 
of Vanderwerken, motor 26 and a track gang remove the rusted rails of 
the abandoned line, (J. F. Burns photo) 


Nevertheless passengers were not forgotten. The year 1923 brought a monu- 
mental improvement -- probably the company's best remembered landmark. By 1920 
the Aqueduct Bridge had lived far longer than it deserved, and work was begun on a new 
concrete highway span to replace the ancient narrow structure. Because of its Aqueduct 
Bridge franchise, the W&OD had rights on the new Francis Scott Key Bridge, as it was 
to be called. But the prospect of spending money for expensive new conduit track (re- 
quired by D.C. law) to reach its cramped little Georgetown terminal had little appeal, 
particularly in view of the dubious passenger picture. At the same time the Capital 
Traction Company was interested in extending its Georgetown streetcar line across the 
river to Rosslyn, and the two companies quickly got together. In return for the Old 
Dominion's Key Bridge franchise, CTCo. put up enough cash to build the W&OD a new 
terminal in Rosslyn adjacent to its carline loop. 


And quite a terminal it was -- $80,000 went into the long, two-story classic- 
styled concrete structure. It was one of the newest, largest, and finest interurban 
stations anywhere and quickly became the symbol of the Old Dominion. When its doors 
opened late in 1923, the old line over the Aqueduct Bridge was given up and the 
Georgetown station sold. (Prophetically, the property later became a gas station. ) 

As a corollary to the Rosslyn terminal improvement, the shop and yard facilities were 
rebuilt by the frugal expedient of picking up the iron trainshed from the abandoned 
Georgetown terminal and reassembling it as a shop building on the site of the old GF&OD 
carbarn. 


Along with limiteds and its palatial terminal, the interurban even got a one-shot 
taste of the ultimate in Class I railroading: the all-Pullmantrain. The occasion was 
a 1922 Shriners convention in Leesburg; a contingent from Richmond chartered five 
sleepers and an RF&P private car which were to run as a special all the way. The 
W&OD took it all in stride -- after two huffing RF&P switchers pushed the six heavy- 
weight cars up onto the W&OD interchange at Potomac Yard, husky steeple cab motor 50 
coupled on and amazed a little huddle of kibitzing railroaders by clicking off without any 
apparent effort. 


But the significant story was freight. As passengers began to melt away from 
the rails, freight started a slow, colorless, but profitable growth. Carload revenues 
crept from $155,000 in 1915 to $231,000 in 1920, and by 1926 freight was bringing in 
more than passengers, mail, express, and milk traffic combined. No more graphic 
illustration exists of the relative profitability of passenger vs. freight than W&OD's 
1926 operating results: two (or three at the most) freight runs a day earned the rail- 
way $274,000 during the year, while 134 daily passenger trains took in only $256, 400. 


But regardless of what was earning money, the Washington & Old Dominion was 
still relentlessly following a course to disaster. Signs of serious trouble appeared in 
1929. Income from all sources, freight included, dropped sharply that year; the 
operating ratio climbed to 90, and the net deficit hit a new height. Furthermore, as 
Old Dominion accountants totalled up 1929's results they recorded an ominous trend: 
ten straight years of diminishing gross income and an unbroken 17-year record of 
losses. But even then, they probably did not suspect what was in store. 
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Hefty electric locomotives 50 and 51 were bought in the early 1920's to 
handle the growing carload freight traffic which eventually saved the 
railway. (R.P. Wallis photo) 
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"Bluemont 7,0 Miles'' reads the station sign at Purcellville. But when this 
1940 photo was taken, the rails to the foot of the Blue Ridge were only a 
memory. (J. F. Burns photo) 


Forlorn and forgotten, the last W&OD interurban car awaits scrapping 
outside Rosslyn early in 1945, (Leonard W. Rice photo) 


VII. STRUGGLE FOR LIFE 
1930 - 1941 


The black days came in with a bang. The peculiarly coincidental blows of 
Depression, improved motor vehicles and highways, and shifts in shipping and travelling 
habits put the weak W&OD in serious trouble. Despite its perennially wobbly finances, 
the road had been fortunate in at least one respect -- the McLean and Elkins estates had 
begrudgingly continued to make up the cash deficits, and thus protected the railway from 
foreclosures and lawsuits which were then mowing down other interurbans. But the 
shelter was snatched away in 1932. Financial and personal problems -- particularly 
within the McLean family -- set off litigation to dissolve the old agreements, and on 
January 29, 1932, the road was put into receivership and its previous operating manager 
discharged. 


Two receivers were appointed to represent the two ownership blocs, and they in 


turn chose George Baggett as their new General Manager. Baggett had come to the W&OD 


in 1918 at the age of 31, after 17 years of comparative security in the Freight Traffic de- 
partment of the Southern. During his Old Dominion career he had headed the line's 
freight and passenger traffic activities and generally served as second-in-command to 
the company's General Manager, Jefferson V. Davis. In taking over the General Man- 
ager's job Baggett faced the challenge of his life ii making a future for a company which 
had none. 


Baggett and his little railroad faced some man-sized problems. Clearly the 
company could not continue the way it had. During its twenty years of existence the Old 
Dominion had run up deficits totalling $3,801,000, and losses were mounting yearly. The 
1931 loss alone had been almost equal to its entire gross income for the year. The oper- 
ating ratio hit a discouraging 117.5% in 1931 and an even worse 118.4% by 1932. Passen- 
ger traffic -- always the W&OD's major stock in trade -- had plunged precipitously: the 
1. 8 million people the company carried in 1920 had dissolved to a mere 396, 000 by 1932 
as the rest of the riders switched to their Chevrolets, Model A's, or to the shaky cut- 
rate bus operations which had appeared in Arlington. Milk traffic dried up with bewil- 
dering speed. As late as 1930 milk had brought in a healthy $23, 451; two years later the 
figure was only $4,438. Even freight looked pretty dismal -- by 1933 it was earning less 
than half what it did in 1926, and on some days crews would simply sit through the day at 
the Potomac Yard interchange hopefully waiting for a car to show up. 


Furthermore, the Old Dominion's original promoters had made several serious 
misjudgments which now hung as millstones around the reeling railway's neck. The 
Bluemont division electrification which seemed to hold such promise in 1912 had become 
an inefficient and costly white elephant by 1932. Traffic had dropped to the point where 
the expensive installation was simply uneconomic. Furthermore, McLean apparently 
had let too much optimism creep into the Bluemont Branch lease -- the 50-year contract 
with the Southern called for $60,000 a year, good years or bad. In 1932 this rental 
amounted to almost 25% of the W&OD's entire system gross revenues, and needless to 
say it was not being paid. 


The lease arrangement was awkward in another way. If the company had any 
hope, it lay in the Bluemont line. The division made up 75% of the railway's total route 
mileage and generated most of its carload freight revenues as well as a relatively 
lucrative Post Office contract. Yet the W&OD's hold on this section was precarious at 
best -- it depended entirely on the sufferance of the Southern and the hope that a better 
contract could be eventually worked out. In the meantime, Baggett ran his trains with 
no lease, and the Southern even claimed title to the wires, substations, and other im- 
provements that the W&OD had put into the property. 


Baggett's only solution for the Old Dominion was a complete cleaning. By train- 
ing and inclination Baggett was a freight man, with few illusions about his company's 
future as a passenger carrier. His first move was to cut down on the plethora of passen- 
ger schedules. In 1932 the ''Loudoun Limited" abruptly disappeared from the timecards, 
along with the local trains which made the Rosslyn-Bluemont Junction- Alexandria 
circuit. Alexandria, the W&OD's ancestral home, became its first "freight service 
only" city and the winding route up the Four Mile Run valley -- W&OD's most scenic but 
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After passenger service ended, regular mail-express runs continued, using 
interurban RPO car 44. (Above) Car 44, still running under wires, pauses 
at Bluemont Junction for clearance late in 1941. (G, F. Cunningham photo) 
(Below) After the electric wires came down, car 44 was stripped of its 
motors and spruced up in black and grey to trail behind one of the new 
diesels. Here diesel 48 prepares to leave Rosslyn in 1942 with the 
afternoon mail run. (W&OD photo) 


least-travelled line -- was permanently removed from the eyes of passengers. 


Hard on the heels of the reduced passenger service came a wholesale purge of 
obsolete and unneeded rolling stock. By 1934, 12 passenger cars, two express motors, 
the parlor car and a caboose had been retired. Left to hold down the dwindling service 
were the four combines and six motor coaches built for the Bluemont division in 1912, 
four freight motors, and eight secondhand steel cars for the Falls runs. Three of these 
had been bought from the Washington- Virginia in 1923, and the remaining five were 
picked up at nominal scrap prices in 1933 from the defunct Washington Alexandria & 
Mt. Vernon, one of the Washington- Virginia's successors. 


The situation continued to deteriorate. By 1934, gross receipts had sunk to less 
than half the meager 1930 level. Arlington and Fairfax Counties were pressing for 
$84, 755 in unpaid taxes, and the Southern's unpaid back rentals climbed higher. Cash 
in the bank stood at a paltry $12,000 -- with at least $200,000 in debts. One W&OD 
veteran recalls occasions when ''we would wait for the check to arrive for the mail con- 
tract before we could pay anyone". Employees took wage cuts and considered them- 
selves lucky to be working. Dissolution and abandonment were constant specters. 


The next notch in the belt came quickly. Baggett took a hard look at the Great 
Falls division and decided that it had to go. Although it was still the company's busiest 
division in terms of train service it was far from the most profitable. Great Falls Park 
traffic had pretty well vaporized, and a 1926 flood had destroyed part of the Park's 
facilities. Suburban home building had screeched to a halt, and a succession of small 
bus operators had succeeded in skimming away much of the commuter traffic in the pop- 
ulous Rosslyn-Cherrydale area. By 1932 only 34 daily trips were running on the line, a 
pathetic shadow of the 128-plus trains which kept the wires humming in 1916. Freight 
traffic was almost nil -- during all of 1932 and 1933, freight totalled only 209 tons, 
largely fertilizer, feed, and pipe shipments. Maintenance of the two tracks was expen- 
sive, property taxes were owed, and the remaining short-haul revenues were not enough 
to make ends meet. 


To raise cash and reduce taxes, Baggett began to liquidate the line as early as 
1932 by cutting back sections of second track. Between 1932 and 1934 one track was 
gradually removed between Great Falls and Cherrydale. But the end was already a fore- 
gone conclusion. Arlington and Fairfax Counties were interested in building a highway 
over the property, and a deal was arranged to permit the Old Dominion to abandon the 
branch in exchange for the bulk of its back taxes. 


Amid vigorous protests from patrons who were literally left without transpor- 
tation until the new road could be built, Baggett got his way. The entire Great Falls 
division was shut down on June 8, 1934 after car 84 -- one of the recently-acquired 
WA&MtV secondhanders -- made the last run. . The end of the line had come so quickly 
that at least three of the five cars purchased for it the year before never even saw 
service. All eight of the Falls division cars were taken to Bluemont Junction in 1934 
where they were rolled off their trucks and burned. It was not until mid-1935, however, 
that portholed motor 26 was dispatched with a wrecking crew to remove the once- 
bustling railway west of the switches at Thrifton. Asphalt pavement replaced the steel 
between Thrifton and Great Falls, and the old right-of-way resumed life as a two-lane 
road. As a memorial to the railway which originally built up the territory along its 
route, the road still carries the name Old Dominion Drive. 


With Baggett's vigorous pruning, some slight hope existed which helped to get 
the company's financial affairs unravelled. In 1935 the McLean and Elkins interests 
managed to reach an agreement which would allow reorganization and trimming the huge 
debt and capitalization off the company's bloated balance sheet. Davis Elkins, the old 
Senator's son, had become interested enough in the railway to attempt to save it, and 
put up $35,000 for full control of the property. In the process, all the old family claims 
were wiped out along with the debt incurred in electrifying and equipping the line in 1912. 
Elkins and Baggett also managed to negotiate a new lease with the patient Southern 
which set a graduated rent for the Bluemont line at a minimum of $6000 a year and a 
maximum of 10% of gross revenues over $400,000 a year. Like many short lines, the 
W&OD could receive special concessions on freight revenue divisions and a certain 
amount of free freight car rental from its connections. 
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The GE diesels were busy little beavers during the 1940's. Here 48 hustles 
about the Rosslyn yard in 1945. (M.M. Duffy photo) 
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Streamlining comes to the W&OD. This balky pair of castoffs from the 
Pennsylvania Railroad enabled the Old Dominion to resume passenger 
service in 1943, but they were soon replaced by more reliable gas-electrics, 
(W&OD photo) 


The net result of all these moves was to cut yearly charges by at least $80,000., 
and by 1936 things looked a bit brighter. With finances and physical plant pared down 
to a more reasonable size, Elkins was ready to end the four year receivership. On 
April 16, 1936 his new Washington & Old Dominion Railroad Co. took over operations, 
with George Baggett as Vice President and General Manager. The company's assets 
were dubious at best -- it owned only five miles of track between Rosslyn and Bluemont 
Junction (the balance of its 59 miles were, of course, still owned by the Southern), ten 
interurban passenger cars, four electric freight motors, and an obsolete power system, 


The following five years saw a slow crawl to solvency. The going was tough -- 
deficits continued for the first few years as Baggett wrestled with the knotty problems 
of building freight business, cutting down the disintegrating passenger operations, and 
coping with an aging and inefficient electric system. Passenger revenues continued to 
spiral downward and schedules were slowly whittled down, train by train. By the end 
of the decade the "standard"! Old Dominion passenger train consisted of two cars, re- 
painted a bright warm green with white trim, obviously geared to carrying mail, ex- 
press, and l.c.l. and only secondarily catering to passengers. The major exception 
was one daily commuter round trip to Leesburg, which still usually rated two full 
coaches. 


Four years after disposing of the Great Falls line, Baggett chopped off another 
weak limb -- the western extremity of the main line from Purcellville to Bluemont. 
This scenic seven-mile segment which undulated through the Blue Ridge foothills was 
almost completely devoid of traffic: The Bluemont excursionists were long since gone 
and there was little else. Population of the four stations on the section totalled only 
600, with two of these boasting a miniscule 5 each. Freight motors rarely if ever ven- 
tured beyond Purcellville any more: The only carload customers -- a small mill at 
Round Hill and a wheat elevator at Bluemont -- had shut down years before, and trucks 
had taken most of the other freight. The two remaining round trip passenger runs 
carried the total business -- mail, express, l.c.l., and passengers. The old wood 
trestle at Round Hill needed a $5000 patching job, and the wobbly 56 and 60-pound rail -- 
some of it dating to the 1880's -- had to be replaced. In August of 1938 Baggett asked 
the ICC for permission to take up the line and received it without much trouble. Chief 
among the protestants at the Bluemont hearings was a railroad enthusiast organization 
which testified that the group would be "seriously inconvenienced" if it could not make 
its yearly excursions to Bluemont. Undoubtedly the hapless W&OD management must 
have prayed for protection from its friends! In March of 1939, W&OD trains began 
tying up at Purcellville, and the Bluemont segment quickly disappeared into the 
Virginia underbrush. 


Soon after the Bluemont section went the Old Dominion's impressive symbol of 
status as a passenger carrier -- the Rosslyn terminal building. The station sat on 
government-owned land which, because of its location, had considerable commercial 
value. This factor plus a redevelopment project at the Rosslyn end of the Key Bridge 
led the railroad's landlord to evict its tenant in 1939. One of the little Baldwin- 
Westinghouse electric locomotives helped reduce the 16-year old structure to rubble 
and haul off the broken pieces, and a drive-in restaurant eventually rose in its place. 
From then on the seedy remnants of W&OD passenger service loaded at makeshift 
facilities built onto the Rosslyn carbarn, about a block away. 


From then on the life of the road's passenger service was just a question of 
time, and the sooner the better for Baggett. By 1940 service was cut back to two daily 
round trips, operated almost entirely for mail and express. During that year Baggett 
tried to remove these last runs but found himself against some determined and colorful 
opposition -- Mrs. Nellie Fletcher, a highly vocal Virginian from Leesburg. Gathering 
petitions and grandly declaiming such absurdities as ''Mothers will never see their 
children again"'’, Mrs. Fletcher managed to delay the end almost a year. But finally on 
April 23, 1941, the inevitable happened and the two-car train rolled into Rosslyn for 
the last time. Three of the remaining 1912 Southern Car Company combines followed 
their predecessors to the fires at Bluemont Junction, but car 44 -- an RPO express 
motor -- stayed on to continue carrying the mail and packages. 
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Train 4, the morning mail run from Purcellville, rolls into Rosslyn in 
1948. Midget GE diesel 48 pulls nonfunctioning gas-electric car 46. 
(H. H. Harwood photo ) 


Rosslyn yard in 1945, looking east. (Left) car 45, ex NYC gas-electric; 
(center) Budd-built 4688-89 and ex A&F auto railbus 96; (right) GE diesel 49. 
The shop building in the center was built in 1923 as W&OD's electric car 
barn. The two tracks in the foreground once led to the sumptuous Rosslyn 
passenger terminal, (H.H. Harwood photo) 


Partially behind Baggett's urgency to be rid of the interurban cars was the 
necessity to do something about the electric power problem. By 1940 carloadings had 
picked up to the point where more motive power of some form was needed, while the 
old electric system had to be either replaced or replenished with new auxiliary equip- 
ment. Replacement was preferable, providing some cheap alternative was available. 
Enter General Electric and the diesel. GE was then in the process of populating the 
nation's short lines with its new midget 44-ton 380-h.p. model, and the W&OD signed 
up. After a typical bit of short line sleight-of-hand to dig up the necessary down pay- 
ment, it installed one unit late in 1941 and two more the following year. (According to 
George Baggett, it went this way: ''We were struck with a bright thought... Why not 
request the Southern to lend us the down payment on the three diesels -- with the under- 
standing that we would turn over to them the copper and other materials forming part of 
the overhead electrical system, which they already owned but could not obtain unfil we 
changed to some other form of power." ) 


The three new units slowly took over from the four electrics. Beginning in 1942, 
the wires were taken down in stages -- first from Bluemont Junction to Purcellville, 
then on the branches to Alexandria and Rosslyn. One electric locomotive kept active 
in Rosslyn until April of 1944 handling yard work and helping trains up the grade out of 
town. As they were gradually put out of work, three W&OD motors found homes else- 
where -- the original home-made motor 25 went to Maryland's Hagerstown & Frederick, 
and steel steeple-cab motor 51 crossed the border into Canada to switch freight on the 
Cornwall Street Railway. The last to leave Rosslyn, motor 50 turned into an interurban 
vagrant: in 1945 it was shipped to the Cedar Rapids & Iowa City until that line was 
dieselized in 1952, then wandered to the Kansas City & Kaw Valley, where it was dis- 
placed by abandonment in 1962. Shipped back to Iowa, it now works on the property of 
the Iowa Terminal Railroad. At last reports, both motors 50 and 51 are still active. 
Perhaps because of its frightening appearance, motor 26 was the only one of the group 
to find no buyer. It was finally burned at Bluemont Junction in 1946, one of the last 
remnants of the Old Dominion's electric days. 


The W&OD's first diesel, unit 47, spots a hopper at Alexandria Junction 
in 1942, At this time the electric wires were still up and operating. (GE photo) 


eae 


"Old 45", as the papers called it, stops at Falls Church on its last run -- 


May 31, 1951. (E.S. Miller photo) 
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Two of these hefty humpbacks were bought secondhand after the war to 
relieve the three original GE 44-tonners, which were unable to keep up 
with rising traffic. Former military units, they were slow, gutty, and 
designed to run under all varieties of conditions. (E.S. Miller photo ) 


Vill. DIESELS AND PROFITS 


1941 - ? 


The impossible happened in 1940 when Baggett proudly reported a modest $3500 
profit, the first black figure in 28 years. The following year things looked downright 
encouraging -- over $22,000 was cleared as passenger operations ceased and freight 
income picked up. 


Retrenchment and new power had helped save the day, but perhaps even more 
significant was an abrupt economic change in the territory along the eastern end of the 
W&OD line. Washington's southerly suburbs had been growing at a moderate rate 
through the 'Thirties, but the war and immediate postwar periods started the real ex- 
plosion. Between 1930 and 1940, for instance, Arlington County's population jumped 
114%, and in the following ten years grew another 137.5%. Alexandria doubled between 
1940 and 1950, while population in Fairfax County zoomed 141% and Falls Church City 
192.5% in the same period. With this building boom came demand for construction 
materials -- brick, cement, and lumber particularly. For once the Old Dominion's 
location paid off. Its tracks formed a strategic belt around Arlington and bisected 
Falls Church and Fairfax County, while an on-line stone quarry just east of Leesburg 
became an important supplier for local highway projects. The three little diesels 
started earning their keep immediately -- and then some. Freight business doubled 
between 1940 and 1942 -- from 5017 carloads to 9892 in the three years. By 1942 gross 
income had hit $369, 623, the highest since 1930. 


But the bustle of war brought back Baggett's old bugaboo, too -- passenger ser- 
vice. Many local residents had never really accepted the proposition that the Old 
Dominion was out of the passenger business, and gasoline and tire rationing gave them 
their chance. Chief gadfly was Mrs. Nellie Fletcher again, who swooped back to 
demand reinstatement. Because of its proximity to the homes of many government 
officials, the Old Dominion found itself far more in the political and publicity limelight 
than most railroads of its size and stature. Local newspapers leaped wholeheartedly 
into the fray, and Mrs. Fletcher and her cohorts put pressure on the conveniently close 
Federal agencies. In 1943 the company grudgingly agreed to resume service. 


It was far easier said than done. There was nothing with which to begin -- 
electric wires were down over most of the line and the former passenger equipment was 
either scrapped or unfit for use. With ODT help, the W&OD did its best to scratch up 
some self-propelled passenger cars from railroads which were hard-pressed for equip- 
ment themselves. Predictably, the company wound up with a scraggly assortment of 
cast-offs that no one else seemed to want. 


First to arrive on the property was a two-car stainless steel streamliner which 
had been built in 1932 for the Pennsylvania Railroad by the Budd Company. These units 
were the product of an abortive experimental fling with lightweight railcars using a 
French Michelin-patent rubber-tired running gear. Ina sense they were forerunners 
of the highly successful Budd RDC series which appeared two decades later, but other 
than representing a pioneering step they had little to recommend them. The unorthodox 
rubber tires had been replaced by steel wheels long before the train came to the W&OD, 
but its gasoline engines were remarkably unreliable and too feeble to cope with the 
northern Virginia terrain. (More often than not it had to be pushed up the three anda 
half percent hill out of Rosslyn by a diesel or electric locomotive) Nevertheless, 
service was bravely begun in March, 1943, with one round-trip commuter run from 
Rosslyn to Leesburg. 


As expected, the new equipment immediately proved the despair of the railroad 
and the delight of newspapers looking for quaint material in the maelstrom of wartime 
Washington. Shortly after service started the Washington Post gleefully reported: 


"It goes downhill with a delirious roar, sparks flying, engines wide open. But uphill.... 


it struggles with asthmatic engines..and just about makes the grade....A pretentious- 

looking vehicle with suave modern lines, the train, recently bought from the 

Pennsylvania Railroad, constantly breaks down in the middle of atrip. Everybody looks 

around for the trouble while the engineer hops out and ties the thing together, or puts 

the wheels back on the rails. The train gets under way again, and the passengers go 
PATS 


Heavy tonnage -- a rare W&OD tripleheader works uphill from Potomac 
Yard to Bluemont Jct. in 1960. Units 57-56-55 aggregate 1875 h.p. 
(David Marcham photo) 


Leased C&O 1000 h.p. units 5006 and 5009 thump through Vienna 
with construction materials for Dulles Airport. Note high degree of 
deferred maintenance. (David Marcham photo) 


back to their papers or their naps." 


Once committed to hauling passengers again, Baggett decided to replace the 
two diesel-hauled Purcellville mail runs with self-propelled equipment and admit 
passengers to them too. Later in 1943 it gathered in an orphan from the Gulf Mobile & 
Ohio, a gas-electric RPO-baggage-passenger combine of more conventional design, 
which it numbered 46. 


Car 46 represented another landmark in recent railroad history -- it had been 
built in 1926 as one of the first products of the struggling little Electro-Motive Cor- 
poration of Cleveland. At that time, EMC was trying to interest the steam-minded 
railroads in the possibilities of internal combustion power, and by and large the rail- 
roads would have none of it. But it did catch the eye of the General Motors Corporation, 
which later took over EMC and made it the world's largest builder of diesel locomotives. 
W&OD's car 46, however, displayed little of the rugged reliability of its parent's later 
products and broke down almost immediately. It spent the balance of its useful life 
trailing behind one of the midget GE diesels (which, by the way, proved to be surpris- 
ingly agile in passenger service). 


Two other gas-electric hand-me-downs from the New York Central rounded out 
the ''new" passenger roster: car 45, a long passenger-baggage combine equipped with 
Mack engines, and car 52, a heavy Brill-built mail combine which had wandered south 
from Collinwood, Ohio. These last two cars proved relatively trustworthy and even- 
tually took over the bulk of Old Dominion passenger runs. Car 45 replaced the erratic 
Pennsylvania train on the Leesburg commuter schedule, while 52 usually trundled to 
Purcellville twice a day with mail, express, and a small scattering of passengers. The 
former Pennsylvania units were put to permanent rest at Rosslyn after a year anda 
half of "service", and the ex-GM&O car 46 was kept around as a spare when either of 
the two regular units was ailing. 


The reincarnated passenger service did reasonably well for itself for a while. 
In 1945 passenger income reached $24, 984, plus an additional $20, 754 from mail and 
express -- the best since 1937. The new service was strictly a low-overhead operation -- 
no tickets were sold (cash fares were collected on the train), crews did without formal 
uniforms, and only a few stations were left standing to shelter waiting passengers. At 
Rosslyn the cars loaded on a storage siding, and the only ''station'' was the overhanging 
roof of the nearby shop building. Schedules were more leisurely than ever, and the 
single-car "trains" offered a refreshing refuge from the hurly-burly Washington living 
as they meandered through the rural countryside stopping at nameless crossroads and 
waiting for regular passengers to show up. 


The war's end brought the end of the ''emergency'"', and patronage again began 
to dwindle. By 1949 passenger revenue was less than half the 1945 figure, and in 1950 
it amounted to only $6,678. The Leesburg commuter trip was dropped, but the two 
Purcellville runs hung on as long as the company kept its $17, 000-a-year mail contract. 
But in 1951 the Post Office went through one of its periodic modernization upheavals and 
announced that all short-haul mail -- including the W&OD runs -- would henceforth go 
to contract truckers. May 31 marked the end of the W&OD mail contract and the 
simultaneous end of passenger service. 


As the last day approached, the railroad found itself engulfed in a veritable orgy 
of publicity. Always a favorite with the press since the Nellie Fletcher days of the 
early 1940's, the Old Dominion blossomed forth in a succession of human interest and 
"atmosphere'! stories. The two surviving passenger cars -- universally dubbed "'old 45" 
and "old 52" by quaintness-conscious reporters -- were recorded in minute detail as 
they went about their jobs. And they provided good copy: such extra-curricular antics 
as stopping for cows, breaking down, or helping to clear up freight derailments 
delighted the writers and readers alike. Foster Ormsby and John Kelly, two W&OD 
veterans who served as regular engineer and conductor, were photographed from every 
conceivable angle and spread across the pages of the local papers. Arthur Godfrey 
grumbled over the air that supplies to his home near Leesburg would be cut off if the 
trains were discontinued. And true to form, Mrs. Fletcher herself fired off protests 
to the Post Office Department and Virginia Corporation Commission -- but this time 
nobody paid much heed. May 31 came and went, taking the last Old Dominion passenger 
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train with it. Car 45 made the last trip, and both 45 and 52 were scrapped soon after- 
wards. 


But in the meantime freight traffic was in blooming health. Suburban building in 
Arlington picked up even more steam, and the road even began to take on the aura of a 
business organization. The three original 44-ton diesels were gradually overwhelmed 
with work, and in 1946 and 1947 they were supplemented by two 600-h. p. Whitcomb 
units bought secondhand from the U. S. Army. These curious humpbacked engines had 
been built for overseas service and equipped with buffers and other continental fixings, 
but had been returned to the U. S. without seeing service. More power arrived in 1950 -- 
a 660 h.p. Baldwin- Westinghouse job of an offbeat type -- and the three little GE's were 
retired and sold one by one. (One wound up on another erstwhile interurban operator, 
the Fonda Johnstown & Gloversville) Carloads kept climbing and more power showed 
up -- two 70-ton GE units which could be run together in multiple to produce 1200 h.p. 


Feeling its new muscle, the W&OD decided to buy its property instead of rent. 
In 1945 it paid the Southern $70, 000 for the 47-mile main line from Potomac Yard to 
Purcellville, and finally could call the whole railroad its own. 


In 1950 the Old Dominion joined the select group of progressive railroads by 
scrapping its lineside telephone system and installing two-way radio in all its diesels 
and major stations. The move was dictated partly by a quite un-progressive necessity: 
the old communications system was in such bad shape that it was in immediate danger 
of disintegration. But regardless of original motive, the new setup proved invaluable to 
crews who could informally relay messages and keep out of one another's way. 


While more solvent and ostensibly more businesslike than ever before, the Old 
Dominion lost little of its casual outlook. Witness this memo sent by General Manager 
Baggett to the Chief Dispatcher in 1949, when passenger service was still running: 


Mr. McLaney: 

Train No. 2 has been leaving Leesburg behind time and 
apparently catches up with its schedule before it reaches 
Vienna. This subjects passengers along the line to un- 
necessary delays and should be corrected. It is reported to 
me that the reason for the delay is due to the fact that con- 
ductor Rives is not on hand when the train is scheduled to 
leave. 


Confirming my instructions to you today, and be- 
ginning at once will you please see that train No. 2 leaves 
Leesburg on time, even if it is necessary to leave con- 
ductor Rives behind. Flagman Lee has been furnished with 
proper equipment and should be used in place of Conductor 
Rives whenever necessary. 


Or this 1956 note from the company Treasurer to the General Manager reporting 
a theft: 


Someone broke into the Purcellville station over the 
weekend. Mr. Carneal (the agent) had four or five 
dollars in the old safe. 


The safe was always kept open because no one knew 
the combination. The thief locked the safe, therefore 
Carneal could not tell if the change was missing. Nothing 
else was missing from the station. 


I instructed Carneal to report the theft to the Town 
Sergeant, also have Mr. Houchins look at the safe to see 
if he could get same open. 


And, in the grand old short line manner, W&OD labor policies continued to pay 
scant attention to job distinctions. Train crews usually came up from maintenance of 
way ranks and were generally expected to perform all jobs in between. One employee 

Soe 


recently was simultaneously on callas trainman, engineer, conductor, and bulldozer 
operator! 


George Baggett retired on March 1, 1952, and could look back on a relatively 
prosperous property, largely created by him. To succeed him, Baggett found Neill 
Lantzy, a young and energetic freight traffic man fresh from the Bessemer & Lake Erie. 
For a while, Davis Elkins continued as titular head of the company, but by 1955 his own 
advancing years persuaded him to dispose of the line he had helped nurse for 44 years. 
Lantzy went in search of a buyer and brought back the Chesapeake & Ohio, one of W&OD's 
five Potomac Yard connections. C&O officially purchased the Old Dominion on 
November 6, 1956 by exchanging its own stock for Elkins' 350 shares. Lantzy stayed 
on as General Manager and for a while the W&OD largely remained its old self, sub- 
stantially untouched by the big coal hauler. 


But soon afterwards the weedy little carrier was abruptly catapulted into the Jet 
Age. The Federal Government picked a spot several miles south of the Old Dominion 
tracks at Sterling for its new Dulles International Airport, and the railroad struck on 
the biggest bonanza in its knockabout history. Between 1959 and 1961, carloads of con- 
struction materials rolled over W&OD tracks in overwhelming numbers. The line from 
Potomac Yard to Sterling was beefed up with secondhand C&O structures: old iron 
bridges dating to the 1880's were pulled out and replaced, and such Class I fixings as 
tieplates were put under the 80-pound rail. Blue and yellow C&O diesels from Richmond 
and Clifton Forge came north to help handle the heavy traffic. The C&O units were the 
ultimate in brawn for the Old Dominion -- plugged together in multiples of two or three, 
they could churn out up to 3000 h.p., over 1000% more than the line's original electric 
freight power. 


In 1959 the W&OD and C&O diesels jointly toted 11, 464 carloads -- an all-time 
high and more than double the traffic of 1940, when Baggett had turned in his first tiny 
profit. In the same year the company cleared a record $46,000. 


Things have quieted down a bit since then, but the railway has entrenched itself 
in the economic life of northern Virginia. Life is still by no means completely secure -- 
but then it never was. More trimming is now taking place: about three miles of the 
Rosslyn branch has been swallowed up by a new highway project, removing the last 
vestiges of the Great Falls & Old Dominion. The right-of-way sale, incidentally, pro- 
duced a significant commentary on the growth of the area since the old GF&OD had 
built through the woods almost 60 years before -- the 2.9 miles of W&OD track were j 
sold for $900,000, about six times the cost of building and equipping the original track- | 
age. Rosslyn has ceased to be the center of operations, and the railroad has now been q 
put back to approximately the extent it had reached in 1873. : 


which the railway helped create will smother it with multi-lane stretches of concrete. i 
Perhaps not. But regardless of what happens next, nobody can say that the Washington 


The future, of course, is always an enigma. Perhaps the suburban development | 
& Old Dominion has not lived a full life. 
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/ W&0OD Postwar Passenger Pictorial 
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(Above) Car 52, running as train 5, crosses Lee Highway at Thrifton, Va., } 
once the junction of the busy Great Falls division, (Below) Car 52 running ; 
from Purcellville to Rosslyn one winter morning in 1947 passes a westbound ; 
freight at Bluemont Junction. (H.H. Harwood photos) 


Car 45 unloads 


(Above) Travelling to Purcellville was leisurely and bucolic. 


mail at Vienna while conductor John Kelly passes the time of day with the 


(Below) Leesburg's large and homey station stands behind west- 


bound car 45 early in 1951. 


engineer, 


(H. H. Harwood photos) 


Today’s Old Dominion 


Tage ae 


“Bags 


(Above) The DunnLoring Postmistress watches westbor 


in Glen Carlyn Park 


for Bluemont Junction. 


Youngsters play 
from Potomac Yard heading 
photo; below David Marcham) 


(Below) Trailing 2l cars, units 


(Above) Diesels 56-57 climb the Catoctin Ridge at Clark's Gap, west of 
(H. H. Harwood photos) 


Leesburg, with freight for Purcellville. 
56-57 trundle over the long Potomac Yard trestle, 


STEAM LOCOMOTIVES OF THE AL&H, W&0, and WO&wW (1858 - 1894) 


| Number- Name Type Builder-Date Cylinders Drivers Weight 
| (1)"Lewis McKenzie" 4-4-0 Wm. Mason 10/1858 15x22 60" 27 tons 
| (e.n. 80) 
| (2) "Chas. Pp, Manning" t Wm. Mason 7/1859 " " " " 
(c.n. 85) 
(3) "Clarke" "Wm. Mason 10/1859 : se ae 
(e.n. 9) 
(4) He Unknown; acquired by AL&H sometime before 1868; 
probably secondhand. Weight 28 tons. 
(5) 2-6-0 Unknown; acquired by W&O about 1880. Weight 45 tons 
6 4-k-O N.Y, Loco. Works 11/1883 17x2h 62" 33-40 tons 
c.n. 5) 
T 5 N.Y. Loco. Works 8/1885 y W " G 
(cons 117) 
8 "N.Y. Loco. Works 8/1885 ul ul n " 
(Gone lG) 


Note: Engines 6-8 were the only locomotives taken over by the Southern Railway in 
1894. These locomotives had been renumbered Richmond & Danville 790-792 
about 1887. Southern renumbered them 978-980, then 1768-1770, then 3768- 
3770. Engine 3768 was scrapped in 1914; 3769 in 1911; 3770 in 1909. 


GREAT FALLS & OLD DOMINION R. R. EQUIPMENT (1906 - 1912) 


1-5 Cincinnati, 1906 Wood interurban coach See W&0D list on 
following pages for 
6 Southern Car Co., 1906 Wood interurban combine details 
Ta= oO Jackson & Sharpe, 1906 Wood interurban coach e : es ee 


9 (I) Southern Car Co., 1907 City (Bridge) car " i" es 


9 (II) American Car, 1896 : " " i " Hone 


10 First #9 above e " " " " non 
it GF&OD Shop, 1911 Wood interurban coach " " noon 
12 a LS Jewett Car Co., 1911 " " " tt 1" "t " 


101 - 106 Former Manhattan Ry. open-end wood trailer coaches #46, 82, 152-154, 
and 212. Bought by GF&OD in 1906 along with 3 steam locomotives. 
Retired about 1910. Cars 104 and 106 converted to freight and 
maintenance use; another car rebuilt as motor coach #11. Others 
scrapped. 


169,324, Former Manhattan Ry. steam locomotives; O-4-4T Forney type. 
325 Purchased by GF&OD 1906; sold in 1913. Retired about 1910. 


100 Cincinnati, 1906 Wood freight-express motor See W&0D list 
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W & O D ELECTRIC EQUIPMENT -- ROSTER NOTES 


Cars 1-2 renumbered to 16-17 in 1917 to avoid confusion with 
steam locomotives 1-2. Cars 3,5,16,17 scrapped 1933. Fate 
of car 4 unknown, but possibly wrecked in 1920 strike. 


Sometimes pulled 200-series trailer on Falls line. Scrapped 1935 


Car 8 wrecked October, 1912. Disposition of car 7 unknown, but 
off the roster by 1913. 


Renumbered to 10 in 1909. Rebuilt in 1911 with straight sheath 
sides. Retired about 1931. Used at times in Bluemont Jct. 
shuttle service. 


Out of service by 1923; officially retired 1930. This car was 
originally built for the Metropolitan Ry. (of Washington), and 
was Wash. Ry. & Elec. Co. #107 when bought by the GF&OD in 1911. 


A motorized conversion of former Manhattan Ry. trailer coach, 
apparently using equipment from wrecked car 13. Scrapped 1918. 


W&O0D's most ill-fated group of cars. Car 13 demolished on first da’ 


of service. Car 14 used until 1922 when involved in wreck with | 
motor 100 and scrapped. Cars 12 and 15 scrapped 1933. 


Cars 41-h2 originally fitted with small RPO compartments. Car 44 
rebuilt with full RPO compartment about 1930. Cars 41-43 


scrapped 1941-45; car 44 usedas RPO -express trailer until 
1945 and sold in 196. 


Car 71 scrapped 1939; 72-73 in 1940; 74 in 1938; 75-76 in 190. 


Former Washington-Virginia Ry. trailer cars 361,365,367. Bought 
and motorized by W&OD in 1923. Scrapped 1935-36. 


Former Wash.Alex.& Mt.Vernon motor cars 303,304, 309,310,312; bought 
by W&OD in 1933. Scrapped 1934-36. Cars 86-87 apparently never | 
renumbered or used by W&0D 


Car 202 refitted as parlor car "Blue Ridge" in 1928. Series 
scrapped 1933-36. 


Sold to Potomac Edison (H&F Ry.) 1943 (H&F #9) Scrapped about 1953. 
Retired in 1944; scrapped by W&OD 1946. 

Sold to CR&IC (#58) 1946; to KC&KV (#506) 1955; to Iowa Term. 1962. 
Sold to Cornwall St. Ry. (Ontario) 1943. (Cornwall #10) 


Originally GF&OD express car; rebuilt with trucks and motors from 
car 7 or 8. Scrapped 1922 after collision with car 14. 


Motor 300 retired in 1930 after fire. Motor 301 converted to trail¢ 
about 1920 and retired in 1931. 


EFFECTIVE MAY 16, 1915 


Scheduie ofr Trains 
Subject to change without notice, 


(EASTERN TIME) 
WASHINGTON AND OLD DOMINION RAILWAY 


GREAT FALLS DIVISION 


'Phis Time Table shows the times at which trains may be expected to arrive at and depart from stations named, but their arrival and departure at the 
} time stated are not guaranteed, nor does the Railway hold itself responsible for any delay nor any consequences arising therefrom. 


WEST BOUND Daily Except Sunday EAST BOUND 
Leave | | A F 
L A | | Arriv A 
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A.M.) A.M.| A.M.| A.M.) A.M.| A.M.} A.M.) A.M.) A. M.J A.M.) A.M.| A, M.| A.M.| A. M.| A.M.| A.M.!} A. M./ A.M. 
Pie isiess OG eee ek O| a D2) D.50)|e c/essieiluersletehill cveterete: Linensisicied Weeseeralitc capri Orca) O40 b.48 5:5 0a 6:57 600) 
S.A D.ASiee p04 || 6.07) GOS CAS. 5 <li Ryelss- 0 eh 5.35] 5.38| 5.45) 5.54| 6.03} 6.11) 614] 6.20] 6.23 


Pes tasiaasl| evo -ev 6.14] 6.22} 6.30] 6.33) 6.39) 6.42 
enter ee AUR Meteae g Moerniaen erates 6.41| 6.47) 6.50 
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WASHINGTON AND OLD DOMINION RAILROAD 
Time Table No. A-10 
Effective 12.01 A.M. (Eastern War Time) Monday, January 31, 1944 
(Cancels Time Table No. A-9) 
For the Government of Employees Only 


DAILY EXCEPT SUNDAYS 


G.C. BAGGETT J. M. McLAl 
Vice-President and BETWEEN ROSSLYN AND PURCELLVILLE niet Da 
General Manager pear ey hse oh Chie 1spa 
gee ta | 
WESTBOUND TRAINS EASTBOUND TRAINS 
First Class al Se STATIONS gg First Class 
3 5 Se az 2 4 i 8 
|-- ' 
P.M. P.M. AM. Ly. Ar. AM. AM. P.M. 
6.05 1.55 6.15 .0 | — Rosslyn sl Hee | 7.40 11.05 7.24 
1.5 
£6.10 2.01 £6.20 1.5 | __ Thrifton POI T7358 £10.59 £7.18 
3.0 
£6.23 £2.11 £6.28 4.5 | . Bluemont Jet. | 5 | £7.22 £10.50 £7.09 
2.0 
£6.28 £2.16 £6.35 6.5|_. Falls Church __| 7 | 87.17 $10.45 s7.04 
1.2 
£6.34 £2.22 £6.39 7.7| _. West End eae eta felt £10.40 £6.59 
21 
£6.39 £2.28 £6.45 9.8} _. Dunn Loring __| 10 | £7.06 £10.34 £6.53 
1.0 
£6.42 £2.30 £6.47 10.8 | .. Wedderburn} 11 | £7.02 £10.32 6.51 
1.6 : 
£6.46 | £2.37 f6.562 | 12.4] -. Vienna Ne 13 hs £6.56% WW 0.27 £6.463 | 
fiir 
2.9 
£6.54 £2.45 $7.05 15.3 | _.. Hunter _| 16 | 36.49 £10.19 £6.39 
3.1 
£7.03 £2.55 £7.18 18.4 | _. Sunset Hills __) 18 | £6.40 £10.09 £6.31 
2.2 
87.10 £3.01 £7.20 | 20.6 | Hernan =| 21 | 86.35 $10.03 36.25 
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4.0 
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2.0 
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4.6 
T.A5 $3.40 $7.58 84.7 ee Leesburg || BY) 6.00 89.27 $5.48 
[ | 3.7 
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fo ok. oro £8.16 39.2 | _.. Paeonian-Sps. —_]|°40 Seem £9.10 ioc 
1.8 
Beet £4.00 £8.21 41.0 | _. Hamilton _.| 41 Pe. £9.04 £5.28 
3 4.158 | 8.324 | 44.6| _ Purcellville | 45 2 |__8.56+ | 5.20 
P.M. | P.M. | AM. Ar. Lv. A.M. AM. | PM 
5 1 | . 2 4 8 
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ROSSLYN - WASHINGTON TERMINALS 
THROUGH THE YEARS 
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